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—— THE HINDE & DAUCH PAPER CO., 303 Decatur Street, Sandusky, Ohio 
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& Dauch Paper Company of Canada, Ltd., King Street Subway and Hanna Avenue, Toronto. 
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GREAT TERMINALS 
Provide Unequalled Facilities for 


SHIPPERS and DISTRIBUTORS 


Centralized management and operation as- 
sure a uniform high efficiency and service to 
vessels and cargo interests alike—waterside 
storage eliminates one or more transfers. Ul- 
tra-modern machinery insures the safe han- 
dling of all classes of merchandise. Direct 
transfer ship to rail (except in New York, 
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lowest possible insurance rates. 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, interceastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. ; 





CHARLES H. MARKHAM 


N the death of Charles H. Markham, chairman of the 

board of directors of the Illinois Central System and 
chairman of the Western Railways’ Committee on Public 
Relations, the entire transportation world must feel a 
sense of loss. Mr. Markham was not only a successful 
railroad man and an inspiration to young manhood in 
the ambition to reach the top. His career in that respcet 
speaks for itself. He entered railroad work, so to speak, 
on a hand car and went out of it while at the head of a 
large railroad system. But his life meant more than 
mere success in that restricted sense. He was broad 
visioned, not only with respect to the business policies 
of his own railroad, but concerning public questions 
generally. He was a leader not only in technical business 
strategy, but in nation-wide policies affecting the public 
welfare. His view, of course, was that of a railroad man, 
but it was a broad view, for all that, and all who came 
in contact with him were impressed by his desire to be 
fair and straightforward. If there were more men like 
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him, not only in the railroad business but among those 
who do not see through railroad eyes, the problems of 
transportation might not be quite so difficult of solution. 


ALL’S WELL THAT ENDS WELL 


HATEVER may have been the motives and the 

facts behind the protest against some of the 
methods and practices of the National Industrial Traffic 
League considered by that body at its meeting in New 
York last week, we are confident that nothing but good 
will come of it. The Traffic League is a great and power- 
ful organization and those responsible for its conduct, 
as well as those within it who criticize it, are, we are 
sure, inspired by the desire to do what is right and to 
go about it only by fair methods. It is made up of 
partisans, to be sure, just as railroad organizations are 
made up of partisans and, therefore, its actions may 
sometimes seem to be selfish or narrow but, generally 
speaking, it is above serious suspicion. But even organi- 
zations of that kind may profit by the knowledge that a 
part of their membership is not entirely satisfied, and 
may come to realize that there may be improvement as 
to some of the things they do or do not do. 

Our only reason for mentioning the matter is that 
there seems to be an impression in some quarters that 
The Traffic World was in some degree “behind” the 
attack made on the League by a group of its New York 
members. This we desire to deny emphatically. We 
do not understand how anyone who knows us and our 
methods could credit such a report. When we have a 
fight to make we make it ourselves. When we have 
criticism to utter, we utter it in our columns and those 
who read it know who is responsible for it. We are not 
given to hiding behind anyone’s coattails. Moreover, no 
matter how much we might disapprove the League’s 
position in transportation matters, we are not concerned 
with its internal workings. They are none of our busi- 
ness and we know the ethics of our own business too 
well to venture outside of it. 

We have, in the past, to be sure, been critics of 
certain policies of the League and we shall continue to 
be such when and if future occasion demands. On the 
other hand, we have often commended the League’s atti- 
tude and expressed our agreement with it. We shall 
continue to do that also. No organization that sets 
itself up to deal with public questions must consider 
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itself above such treatment. What it does must sustain 
the acid test of publicity and editorial analysis. All it 
can demand is a fair hearing, and this we never deny 
to anyone. We regard the Traffic League—which is the 
national organization of shippers, as such—and the rail- 
road organizations from the same point of view. When 
either of them acts in a way that seems to us unwise or 
narrow with respect to public problems, we shall exercise 
our editorial privilege to say so; when either of them 
does something important that we consider wise and 
constructive with respect to the solution of such prob- 
lems, we shall also be glad to say so. But as to who 
are the officers of these organizations and what their 
rules of procedure—that is none of our business, and 
no one knows that better than we do. 


RAILROADS AND WATERWAYS 


HERE has long been and still is need for an unbiased 

study of the comparative cost of rail and river trans- 
portation. The railroads have endeavored to meet this 
need by means of an economic survey of inland waterway 
transportation in the United States, issued by the Bureau 
of Railway Economics. Of course, this survey is made 
by one of the interested parties to the controversy and, 
therefore, is more or less subject to question, but, at 
least, it is an attempt to reach the core of the waterway 
problem and it furnishes something to “shoot at.” It 
is up to the waterway advocates to show in what respects 
it is inaccurate and to furnish something of their own. 
And it is up to the government, through some competent 
and unbiased agency, to settle the controversy entirely. 

The railway survey referred to, published in The 
Traffic World last week, shows the cost of river trans- 
portation to be greater than that of rail service. In 
making this showing it properly takes into account the 
money spent by the taxpayers to support the river service. 
That money, of course, does not appear in the figures of 
river transport operators, but it is, nevertheless, a part 
of the cost. 

Assuming that the railroad figures are authentic 
and the calculations accurate, we can see only one possi- 
bility of the conclusions being unsound; that is the 
possibility that, in computing the cost of deepening and 
maintaining waterways used, to some extent, for trans- 
port purposes, proper allocation has not been made as 
between money spent for transportation purposes and 
money spent to protect the land and population along 
the river banks. We have not analyzed the survey in 
this respect and have no opinion, therefore. On its face 
the survey seems to show that there is no justification 
for a twenty per cent differential in rates in favor of 
the waterway shipper. . 

In this connection it is encouraging to note the 
action taken by the Association of Railway Executives 
at its meeting in New York last week. Though the rail- 
road heads do not put it exactly that way, they have 
formally decided to cease “pussy-footing” and to fight 
for what they conceive to be their rights with respect to 
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revenue and artificially aided competition. What they 
may conceive to be their rights may not always be their 
rights, to be sure, and we are not saying this by way 
of indicating that, now that the railroads have decided 
to speak out in meeting, all will be plain and clear. But, 
hitherto, the transportation atmosphere has been more 
or less clouded by the reticence of railroad men in speak- 
ing out—in replying to unfair and unsound propaganda 
and in pointing out the fallacies of policies they do not 
approve. The inference has been, of course, that, if the 
railroads do not complain, no one else could have good 
cause for worry, and certain it is that, whether they 
are right or wrong in their contentions, the railroads 
have no right to hope for relief unless they themselves 
strive for it—and striving for it, in the present situation, 
means, very largely, contributing to the public education. 

We have long advocated the course that has now been 
officially adopted by the rail executives. We do not know 
whether what we have said has helped toward their 
decision, and we do not care. The point is that those 


who know most about the effect on themselves of cer- 
tain policies under debate can now be looked to for 
exposition of their own point of view when occasion 
We hope they mean it and will stick to it. 


demands. 


RAIL EMPLOYES ACT 


A joint meeting at Chicago of the five large railroad em- 
ployes’ unions called to consider demands for a 6-hour working 
day adjourned November 22, after sessions lasting two weeks, 
without having agreed on any definite program designed to bring 
about the object sought. The approximately 800 men attending 
the meeting were said to favor, generally, the 6-hour day, with- 
out reduction in pay, and to have given little consideration to 
relieving present unemployment, which was given as the im- 
mediate reason for the meeting, by a shortening of the working 
month on the basis of an 8-hour day. 

Resolutions were adopted on the subjects of development 
of inland waterways, motor bus and motor truck transportation, 
and pipe line competition with the railroads. 

The meeting adjourned with the understanding that a 
second conference was to be held at Cleveland, beginning 
December 4. At that time seven representatives of each organ- 
ization will meet to draw up a specific program, dealing with 
the proposals for a shorter working day, and fix a date for a 
third meeting to be attended by railroad officials, security 
holders, bus and truck operators, and other representatives of 
interests involved. The large size of the Chicago meeting was 
said to have hampered accomplishment of the work cut out. 

The resolution with respect to operation of busses and 
trucks over public highways called on the union representatives 
to use their influence to bring about legislation, both state and 
federal, to make a certificate of convenience and necessity 
essential to operation of passenger and freight motor lines. It 
further was phrased to indicate that such certificates should 
be granted only in cases where rail facilities were inadequate to 
meet the public convenience. Attention was called to the fact 
that, in a great many instances, the bus and truck lines do not 
provide adequate responsibility against accident or injury to 
passengers or loss of freight, and recommended that legislation 
should see that that responsibility was not neglected. Growth of 
the bus and truck services has resulted in throwing thousands 
of railroad employes out of work, according to the resolution, 
and the view was expressed that, to a large extent, any ad- 
vantage the public received from the services or rates was more 
than off-set by increased taxation due to wear on highways 
and other factors involved. 

The resolution dealing with waterways called for a halt in 
government expenditures designed to promote waterway 
development in competition with the railroads, and instructed 
the representatives of the some 375,000 employe-members of the 
five organizations to work for legislation that would require 
certificates of convenience and necessity, granted after a proper 
showing, regulating rates and services in the same manner in 
which the railroads are regulated. 

A third resolution called attention to the rapid expansion of 
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pipe lines for carrying petroleum and its products in recent 
years and the resultant loss in revenue to the carriers. The 
fact that the pipe line business is largely unregulated was crit- 
icized and the officers of the unions, as well as the general body 
of employes, were instructed to do what was possible to bring 
about restrictive legislation that would tend to preserve ,rail- 
road revenues. 

The five organizations represented at the meeting were as 
follows: Brotherhood of Locomotive Firemen and Enginemen, 
Brotherhood of Locomotive Engineers, Brotherhod of Railroad 
Trainmen, Switchmen’s Union of America and Order of Rail- 
way Conductors. 


Declares for Five Day Week 

“All characters of transportation service should be operated 
through and by one group of corporations regulated by the 
Interstate Commerce Commission, just as railroads are now, and 
all federal and state laws should apply alike to all forms of 
transportation service,’ says a statement issued by the executive 
council of the railway employes’ department of the American 
Federation of Labor, November 24, in connection with announce- 
ment that decision had been reached by the counsel to demand 
a five-day week, at no reduction in pay, for the approximately 
400,000 members of the six shop crafts represented. The action 
was in accordance with authority delegated at a convention 
held last May and, in part, was aimed at reduction of existing 
unemployment among members of the organizations, according 
to the statement. 

The council, including representatives of the following 
organizations, had been in session for a number of days: Inter- 
national Association of Machinists, Brotherhood of Railway 
Carmen, International Brotherhood of Blacksmiths, Drop 
Forgers and Helpers of America, Brotherhood of Boiler Makers, 
Iron Shipbuilders and Helpers of America, Brotherhood of Elec- 
trical Workers, and Sheet Metal Workers International Alliance. 

“This proposal is in keeping with increased output per man 
hour,” said B. M. Jewell, president of the executive committee, 
“and is intended in some degre to stabilize the unemployment 
that is partially attributable to this increased productivity.” 

E. K. Hogan, general vice-president of the Brotherhood of 
Railway Carmen, the largest of the railway shop employe 
organizations, said that between August, 1923, and August, 1930, 
the shop craft had lost 216,000 men. Employment of carmen, 
alone, has declined 41 per cent in seven years, he said. 


B. OF L. CASE REOPENED 


The Traffic World Washington Bureau 


The Commission has reopened No. 4844, the bills of lading 
case, for further hearing solely on that part of its most recent 
utterance in respect to the domestic bill of lading and live stock 
contract (167 I. C. C. 214), which disapproved the issuance of 
carbon copies as original bills of lading, if such bills, in all 
other respects, conform to the forms approved by the Com- 
mission in its earlier reports. 

This reopening is in response to many requests for a mod- 
ification of that part of the report disapproving carbon copies. 
The reopened case has been set for hearing before Examiner 
Simons, in Washington, December 18. 

Reopening of the bill of lading case, for hearing solely on 
the specific point of the Commission’s disapproval of the issu- 
ance of carbon copies as original bills of lading, it is believed, 
will be pleasing to a large number of shippers. Disapproval of 
their practice of designating carbon copies as the original bills 
of lading, if adhered to, means disruption of their established 
routine of doing business. 

Under the existing practice shippers are able to make all 
the sale and shipping papers in one operation on a typewriter. 
That means, for one thing, that the chances of variation be- 
tween the sales and shipping documents are eliminated. Inter- 
office memoranda are also included in the one impression opera- 
tion, so that everybody concerned is given identical instructions. 

Among the points made about the Commission’s disapproval 
of carbon copies as original bills of lading is one to the effect 
that a bill of lading is evidence of the contract between the 
shipper and the carrier and that it is of no concern to a court 
or a quasi-judicial tribunal, such as the Commission, how the 
document which the parties to it decide to call the original is 
made. In other words, that if the carrier and the shipper decide 
to call the ninth carbon of a bill of lading the original that is 
within their right, because there is nothing in the statute that 
requires the carrier to give the shipper from which it receives 
a shipment, a piece of paper that contains the first impression 
made by the machine that makes the letters and figures used 
to express the agreement between the parties. Therefore it has 
been suggested the Commission stepped out of bounds when 
it disapproved carbon copies which the parties had agreed 
should be called the original bills of lading. Neither the statute 
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nor the tariffs filed by the carriers in compliance with the sixth 
section of the interstate commerce act says anything to the 
effect that a carrier must hand the shipper the original impres. 
sion of the bill of lading the statute requires a carrier to give 
the shipper. 

In the discussion about the matter it has been admitted that 
the Commission, in its work, sometimes must examine bills of 
lading and that therefore it is desirable that the documents 
submitted should be readily legible. But, it has been pointed 
out, a court cannot control the manner of making of documents 
that may, at some time, be submitted to it as evidence in qa 
contest between parties. Of course, if a litigant submits as 
documentary evidence something that cannot be deciphered, 
then He loses because he has not made proof of his contention, 
In no formal case that can be recalled has the Commission 
declined to make an award of reparation because the bill of 
lading could not be read. Some informal cases may have been 
disposed of on account of the illegibility of the proof submitted, 
However, loss of a claim for reparation on account of the illegi- 
bility of the document, it has been suggested, is something for 
the shipper, not the Commission or the carrier, to moan about, 

In announcing the reopening of the bills of lading case the 
Commission said that many requests had been received asking 
for a modification of that part of the Commission’s supplemental 
report appearing in 167 I. C. C. 214. The fact is that the cor- 
respondence on the subject is voluminous. It covers both the 
point of carbon copies and the extension of the time on the old 
forms of bills. The latter phase of the subject has been quieted 
somewhat by the action of the carriers in agreeing to accept 
old forms until June 30 next. The carbon part of the subject, 
however, is full of life. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 15 
totaled 829,251 cars, according to the car service division of the 
American Railway Association. This was a reduction of 52,150 
cars under the preceding week this year and a reduction of 
153,675 cars below the same week last year. It also was a 
reduction of 226,869 cars below the corresponding week in 1928. 

Revenue freight loading by districts the week ended Novem- 
ber 15 and for the corresponding period of 1929 was reported 
as follows: 


Eastern district: Grain and grain products, 5,828 and 5,731; live 
stock, 2,579 and 2,763; coal, 39,851 and 39,216; coke, 1,988 and 2,897; 
forest products, 2'555 and "3,767; ore, 1,315 and 3,796: merchandise, 

C.. ds. 002 and 68,881; miscellantous, 67,536 and 90, 050; total, 1930, 
183, 654; PCr ie 217,101; 1928, 233,243. 

Allegheny district: Grain and grain products, 2,802 and 2,872; live 
stock, 1,865 and = coal, 39,857 and 44,508; coke, 3,948 and 5,605; 
forest products, 1 ,629 ‘and 3 ,869; ore, 4,918 and 8,121; merchandise, L. 
Cc. L., 47,776 and 56, 397; miscellaneous, 61,907 and 82, 369; total, 1930, 
164, 702; 1929, 204, 865; 1928, 219,369. 

Pocahontas district: Grain and grain products, 262 and 262; live 
stock, 199 and 235; coal, 41,178 and 43,465; coke, 371 — 468; forest 
products, 957 and i, 413; ore, 267 and 148; merchandise, L. C. * 6,523 
and 7,754; miscellaneous, 5,887 and 6,995; total, 1930, 55,644; 1929, 
60,740; 1923, 63,446. 

Southern district: Grain and grain products, 3,092 and 3,165; live 
stock, 1,296 and 1,553; coal, 20,992 and 23,034; coke, 486 and 585; for- 
est products, 10, 220 and 16, 168; ore, 926 and 905; merchandise, L. c. oo 
38,728 and 41, 846; miscellaneous, 44,674 and 49, 075; total, 1930, 120, 414; 
1929, 136,281; 1928, 156,812. 

Northwestern oT: Grain and grain products, 9,628 and 9,638; 
live stock, 8,700 and 9,708; coal, 7,929 and 9,655; coke, 1, 120 and 1, 684; 
—— Products, 8, i“ ‘and 13, 435; ore, 4,373 and 16,231; merchandise, 

and 32,655; miscellaneous, 31,049 and 40, 340; total, 1930, 
60. O85" 4995, P33, 246; i928° 139, 

Central Western district: “Grain and ain products, 10,728 and 
9,641; live stock, 12,489 and 13,975; coal, 12,358 and 15, 725; coke, 152 
and 188; forest ‘products, 438, and 9,586; ore, 2,459 and 3,403; mer- 
chandise, L. C. L., 31,979 d 35,635; miscellaneous, 59,209 and 63, 880; 
total, 1930, 134, 762: 1929, 152, $33: "1928, 147. 

Southwestern district: Grain and Pe products, 4,725 and 4,601; 
live stock, 2,585 and 3,083; coal, 4,780 and 5,930; coke, 161 and "173; 
forest products, 4,112 and 6, 394; ore, 314 and 693; merchandise, is C. le, 
15,123 and 16,375; miscellaneous, 38, 190 and 41, 411; total, 1930, 69,990; 
1929, 78,660; 1928; 87,837. 

Total, all roads: Grain and grain products, 37,065 and 35,910; live 
stock, 29, 663 and 33,441; coal, 166,945 and 181,533; coke, 8,226 and 1i, 550; 
forest products, 33, 067 and 53, 632; ore, 14, 572 and 33, 297; merchandise, 
L. C. L., 231,261 and 259,543; "miscellaneous, 308,452 and 374,020; total, 
1930, 829, 251; 1929, 982, 926; 1928, 1,056,120. 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1930 1929 1928 

Four weeks in January...........- 3,349,424 8,571,455 3,448,895 
Four wéeks in February.......... 3,505,962 3,766,136 3,590,742 
Five WGGES 8 BRAT .cccccccceses 4,414,625 4,815,937 4,752,559 
POGPr WOGES I BOP, 000.0666:060060 3,619,293 3,989,142 3,740,307 
IVS WOES 10 BOAT ccc ccvccevccscs 4,598,555 5,182,402 4,939,828 
FOUPr WEGES 1 JUNC ..0600ccccccces 3,719,447 4,291,881 3,989,442 
Four weeks in July............0+. 3,555,731 4,160,078 3,944,041 
Five weeks in August............ 4,670,368 5,600,706 5,348,407 
Four weeks in September........ 3,725,243 4,542,289 4,470,541 
Four weeks in October........... 3,817,786 4,679,411 4,703,882 
Week ended November 1.......... 934,640 1,072,234 1,103,942 
Week ended November 8.......... 881,401 1,048,968 1,054,353 
Week ended November 15......... 829, 251 982,926 ae 056, 120 

ih Se oe waite dealnews eee Ke 41,621,726 47,703,565 46,143,059 
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Current Topics in 
Washington 





Addressing the Phi Beta Kappa 
Association in the District of Colum- 
bia recently, Commissioner Aitchison 
found parallelism in railroad regula- 
tion in Great Britain and the United 
States, though the conditions, at first 
glance, seemed so unlike. Not only did he find parallelism in 
problems, but also in their solution, although both countries 
dealt with the subject independently of each other. He also 
found that through the years the kaleidoscopic figures repeated 
themselves in cycles, at least in the general pattern. The sym- 
pols, he said, had new values, but the equations were ever of 
the same sort, both here and overseas. 

In that parallelism of results he found encouraging verifi- 
cation for the soundness of our own economic and political 
processes, something to disabuse our minds of the discouraging 
thought that we had to deal with something unique which we 
had been handling badly, or about the outcome of which we 
were pessimistic. He said that Americans had the melancholy 
satisfaction that their situation seemed far less serious than 
that which confronted Great Britain. 

The address was a paper written primarily in acknowledg- 
ment of Mr. Aitchison’s election to honorary membership in Pi 
Mu Gamma, the national honorary social science fraternity, 
which aims to publish the paper in its quarterly, Social Science, 
published at Winfield, Kan. 


Parallelism in England 
and America in 
Railroad Problems 


A speech delivered by Secretary 
Hurley of the War Department to the 
members of the Mississippi Valley Asso- 
ciation at St. Louis, Mo., suggests a 
thought that he distinguished himself in 
speech-making above all other public 
officers this week. Seeking to justify the huge expenditures 
for improvement of waterways which are then turned over to 
the use of boat lines which pay nothing for the use of the road- 
ways so created, Mr. Hurley said: 


Fable About Free 
Lands Given to 
Railroads Up Again 


There is plenty of precedent for governmental financing of inland 
waterways development. Tremendous subsidies were granted to the 
railroads in their infancy by the government . .. Long stretches of 
the public land domain were freely bestowed upon the railroad com- 
panies that built our great railroads. 


In that way the head of the War Department did his bit 
io keep alive the popular fable that lands were given the rail- 
roads. Giving usually implies freedom from obligation of some 
sort. The railroads that received land grants did not receive 
them “freely.” They were required, as the price for the un- 
marketable land, to agree that the property of the government 
should be hauled free, or at 20 per cent off “commercial rates” 
or something of that sort. 

Barge or boat lines using the roadbeds of streams made 
navigable by the expenditure of money do not pay anything for 
the use they make of the roadbeds. 

According to Secretary Hurley, the total of lands granted 
to railroads was 155,504,000 acres. At $1.25 an acre, the price 
at which the government was offering the lands granted to rail- 
roads, but without takers, the government “gave” the land grant 
roads something worth a little less than $200,000,000—on con- 
dition that the railroads would haul its goods and passengers 
without price. Other contracts called for concessions from the 
published rates on government business. 

So burdensome were these contracts that between 1898 and 
1902 the government, through the War Department, and the rail- 
roads, re-wrote them. The “free use of the road” contracts were 
converted into contracts for half passenger fares and half freight 
rates. Even then the contracts in exchange for “freely bestowed 
land,” using Mr. Hurley’s language, were so burdensome on 
some railroads that other railroads came to the help of the 
burdened roads by making what are called “land grant equaliza- 
tion” agreements whereby the cost of the concessions to the gov- 
ernment for the “freely bestowed” lands was spread over all the 
railroads of the country. Therefore, every railroad in the land 
Is now giving the government something in return for the 
hg bestowed” lands. (See Traffic World, March 3, 1928, 
Dp. 542.) ; 

Men in charge of traffic matters for the government estimate 
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that, by reason of the contracts, the government gets conces- 
sions amounting to 15 per cent off rates and fares in return 
for the so-called freely bestowed lands. No one has ever as- 
sembled figures showing precisely what the government pays 
for transportation, though Charles G. Dawes, while at the head 
of the budget bureau, said the bill amounts to $200,000,000 
annually. On that estimate and the estimate that the govern- 
ment pays only about 85 per cent of the published fares and 
rates its annual return on the value of $200,000,000 on the “freely 
bestowed” lands would be about $35,000,000 annually. However, 
it is believed to be less than that sum, but it is still large enough 
to show that the railroads did not make so very favorable a 
bargain when they accepted land grants burdened in the manner 
indicated. The return to the government is comfortable even 
without recalling -the fact that when the government “gave 
away” lands it had vainly tried to sell at $1.25 an acre it doubled 
the price of the lands it retained. Speeches by Senator Stephen 
A. Douglas and Henry Clay, anent the land grant to the Illinois 
Central, show that that is exactly what the government did. 
“Freely bestowed” lands are a fable, even when it is recalled 
that.some of the railroads were able to sell some of the lands 
they did not need for railroad purposes, at comfortable prices. 
Some they sold at prices much lower than the government’s. 





As a result of the election, Senator 
Norris, of Nebraska, seems to think 
he is to President Hoover about what 
Mussolini knows he is to the king of 
Italy. Unless the administration, which 
means the President, withdraws its 
opposition to the program of the “progressives,” according to 
a Norris talk to newspaper men, it will be confronted with the 
danger of an extra session. That’s what the country suffered 
with from the early part of 1929 to midsummer of 1930. Presi- 
ident Hoover, being, as many believe, not well advised on the 
subject, brought that affliction upon himself, as did President 
Taft twenty years before him. 

Now, however, Norris thinks he is able to plant himself 
at the crossroads and force Hoover to accede to the progressive 
program at the regular session or have the newly elected Con- 
gress about his ears soon after March 4, intent, presumably, 
in putting the progessive program through both branches of the 
law-making body some time between March 4 and the day the 
extra session might take a notion to adjourn. 

The progressive program calls for acceptance of the bill 
making the government operate the Muscle Shoals plant in 
competition with private business, the Shipstead anti-injunction 
bill, unfavorably reported to the Senate by the committee of 
which Norris is chairman, the Wagner employment bill and 
the -Norris lame duck bill, under the terms of which a new 
Congress would assemble immediately after election and the 
defeated members of Congress would never have a chance to 
vote on measures. That bill has been on Speaker Longworth’s 
desk for a long time, having passed the Senate. Longworth 
has been holding up the bill for a long time because the measure, 
it is believed, has had no honest-to-God majority back of it in 
the House. 

The Nebraska dictator is able to announce what the admin- 
istration will do because he believes the Democrats will back 
him up, even if some Democratic senators may doubt the wis- 
dom of things proposed. 


Nebraska’s Mussolini 
Tells Hoover 
What He Must Do 





Reindeer have become so plentiful 
in Alaska that Secretary Wilbur, of 
the Department of the Interior, has had 
to appoint a committee to advise him 
with regard to range boundaries, car- 
rying capacities of ranges and range 
rules. In other words, the Eskimos are fighting about whose 
herds certain ones are, where John Stipokik may turn his rein- 
deer out to graze and how many animals Ivan Popolotop may 
pasture on a given piece of land—all questions akin to those 
that popped up after the buffalo herds had been killed off and 
the range cattle industry established, with settlers encroaching 
upon the ranges. 

Senator Kendrick, of Wyoming, one of the few men in 
public life who know from personal experience about the great 
drives of cattle from the southern to the northern ranges; 
Representative Leavitt, of Montana, who also knows about cattle 
raising, and Assistant Attorney General Sisson, an innocent 
Rhode Islander, constitute the committee. 

A Department of the Interior man went to Alaska last year 
and from the cockpit of an airplane viewed the reindeer herds, 
most of which are along the coastal plain, with a few herds in 
the interior. He estimated that the herds had multiplied to 
such an extent that 300,000 animals could be slaughtered each 
year. 


Reindeer Slaughtering 
Probably Next 
Government Enterprise 
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The thought that reindeer slaughtering and packing plants 
may become the next government enterprise is produced by 
the fact that the Department of the Interior, in a statement 
about the appointment of the committee, says that “it is held 
that the proper method for utilizing this store of reindeer meat 
is not by shipping it out as slaughtered, but should be, based 
upon the establishment of packing houses in Alaska.” One 
large and half a dozen smaller ones are suggested in the an- 
nouncement. No mention, however, is made of any private 
capital being interested in the matter, so use of government 
money might be taken as indicated. 





There must be something in the Scan- 
dinavian strain that runs through the ar- 
teries of titled Englishmen that urges them, 
at times, to gloomy thoughts, the Scandina- 
vian, viewing the ice, snow and low clouds 
of his native lands being given, with cause, 
to taking a pessimistic outlook sometimes. A century ago 
Malthus thought of the whole human family dying out because 
of its inability to provide itself with food. 

The bright young men who provide the publicity for the 
Department of Agriculture this week called attention to another 
gloomy prediction made much later than the moaning of 
Malthus. At the beginning of the century, as recalled by Dr. 
O. C. Stine of the Bureau of Agricultural Economics, Sir William 
Crookes, the eminent British scientist, had disquieting thoughts 
about wheat. Sir William predicted that unless the acre yield 
of wheat increased there would be a wheat shortage by 1931. 
It is believed to be safe to observe that Sir William, as a prophet, 
was much less eminent than as a scientist, even in the face of 
the fact that 1931 is not yet here. He could not see that there 
was much land to be added to the amount devoted to the grow- 
ing of wheat. Sir William thought the United States, by 1931, 
would be importing wheat because, among other things, so 
much land would have to be devoted to growing of corn and 
other grains. 

But not only was the acre yield increased but also the wheat 
growing area. Advent of the automobile prevented absorption 
of the land for growing feed for horses. The yield went up 
from 12.7 bushels to 14.1 bushels per acre, the world over, and 
the area seeded to wheat went from a low of 44,000,000 acres 
in 1909 to 76,000,000 in 1919 in this country. Thereby Sir 
William should have been taught the foolishness of saying, in 
print, something cannot be done or that something will happen 
or be brought about.—A. E. H. 


Another English 
Prophecy 
Gone Wrong 


ALASKA RAILROAD REPORT 


The total deficit of the Alaska Railroad for the fiscal ‘year 
ended June 30, 1930, including all expenses except charges to 
capital account, was $1,231,998.14, an increase of $281,286.40, or 
29.6 per cent, as compared with the fiscal year 1929, according 
to the annual report of George A. Parks, governor of Alaska, 
to the Secretary of the Interior. 

Passenger revenue from rail operation amounted to $200,- 
434.17, a decrease of $10,560.69, or 5 per cent, compared with 
the preceding year, according to the report. Rail-line revenue 
passengers carried totaled 43,283, a decrease of 9,894, or 18.6 
per cent. The decrease, said the report, was due to 7,205 fewer 
passengers carried between Fairbanks and College, owing to 
private bus-line operation, and 942 fewer passengers between 
Anchorage and Eklutna, resulting from completion of the power- 
plant construction at Eklutna; there was a decrease of 1,753 
in other passengers. Other data set forth in the report follow: 


The number of rail-line passengers was 53,288, a decrease of 9,360 
or 14.9 per cent. ¥ . 

Freight revenue, rail line, amounted to $677,752.16, an increase of 
$8,395.40 or 1.3 per cent. 

Rail-line commercial freight, exclusive of coal, 
34,545 tons, a decrease of 2,730 tons or 7.3 per cent. 

Coal tonnage was 57,766, an increase of 918 tons or 1.6 per cent. 

Total commercial tonnage was 92,311, a decrease of 1,812 tons or 
1.9 per cent. ' aK? 

Total of all tonnage, including freight for the railroad, increased 
3,056 tons or 1.6 per cent. Ten miles increased 502,456 ton-miles or 
3.2 per cent. 

Rail revenue from all sources was $1,099,843.22, a decrease of 
$66,067.28 or 6 per cent. 

Passenger revenue from river-boat operation for the fiscal year 
amounted to $14,509.95, a decrease of $5,046.35 or 25.8 per cent. 

Freight revenue from river-boat operation for the fiscal year 
amounted to $41,658.26, a decrease of $11,308.81 or 21.4 per cent. 

All revenue from river-boat operation for the fiscal year amounted 
to $81,586.21, a decrease of $18,554.45 or 18.5 per cent. 

Revenue from all sources, including nonoperating income, was 
$1,186,551.41, a decrease of $83,082.66 or 6.5 per cent. 

Rail-line expenses for operation, including ordinary maintenance, 
amounted to $2,291,562.15, an increase of $206,889.04 or 9.9 per cent; 
including replacement of bridges, operating expenses increased $196,- 
885 or 9.3 per cent. 

Operating ratio increased from 179.28 in 1929 to 209.34 in 1930. 

River-boat expense was $97,339.52, an increase of $1,318.74 or 1.3 


per cent. 


amounted to 
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Total expense for rail and river boats was $2,418,549.55, an ip. 
crease of $198,203.74 or 8.9 per cent. 

Deficit for rail operation was $1,221,366.81, an increase of $262,952. 
or 27.4 per cent. es 

The river boats were operated at a loss of $15,753.31, as against 
a profit of $4,119.88 in 1929. 

Total deficit, all expenses except charges to capital account, was 
$1,231,998.14, an increase of $281,286.40 or 29.6 per cent. i 

Corresponding deficit for the year 1929, $950,711.74. 

There was expended during the year for improvements and addi. 
tions to road and equipment $624,923.73. 

Transportation revenues of the rail line amounted to $929,734.1) 
a decrease of $4,824.89 or 0.5 per cent. ar 

The report of the general manager of the Alaska Railroad ingj- 
cates that there was a decrease of 0.4 per cent in freight revenues 
6.7 per cent in passenger revenues, and 73.5 per cent in revenue from 
the sale of power. The decrease in freight revenues and about one. 
third of. the decrease in passenger business was due to less traffic 
on the Yukon River, one of the consequences of scarcity of fur 
bearers in the lower Yukon country. The remainder of the decrease 
in passenger receipts is ascribed partly to cancellation of tourist res. 
ervations in June, 1930. ‘ 


STORE-DOOR RATES IN TEXAS 


What the parties to it believe to be the first tariff ever 
published covering joint service with pick-up and delivery op 
standard rail freight rates has been published on less-thap. 
carload freight between stations in Texas by the Electric Ry. 
press & Baggage Company and the Missouri Pacific Transpor. 
tation Company in their R. C. T. No. 5, No. 3 in the baggage 
company’s series and No. 3-A in the Missouri Pacific Transpor. 
tation Company series. It was filed with the Texas Commission 
on November 15, effective two days later under the Texas com. 
mission’s special authority No. 7. 

The tariff is governed, except as otherwise provided therein 
by Western Classification No. 61, supplements thereto and re. 
issues thereof, and exceptions to that classification as published 
in Texas Lines’ Tariff No. 2-K, Fonda’s R. C. T. No. 85, supple. 
ments thereto and reissues thereof. 

Pick-up and delivery are not afforded at all stations. Such 
service is performed at stations in the tariff not specifically 
taken out of the list of pick-up and delivery stations by ap- 
propriate symbols, within the corporate limits of such points 
except the larger cities such as Austin, Beaumont, Hull, Hous- 
ton, Orange and San Antonio. Such service will be performed 
in those cities within limits described in the tariff. Rates are 
provided to and from differential territory. Except where there 
is to be store-door or curb delivery, deliveries are to be made 
at the stations of the express company or at the stations of the 
transportation company. The stations of the transportation 
company are those of the Missouri Pacific railroad. 

A check of six or eight typical points in Texas, such as 
Austin, Galveston, Dallas, Corsicana, San Antonio and Hills- 
boro, carried in the joint tariff shows that the rates for the 
service from store-door to store-door are the same as those 
made by the mileage scales prescribed by the Commission in 
the Consolidated Southwestern case, limited, generally speak- 
ing, to articles rated in the first four classes, generally spoken 
of as the less-than-carload classes, with provision, in Item No. 
80, of rates on bakery goods, chairs, household goods, furniture, 
rugs, candy and confectionery, paper articles and leather and 
leather articles, in accordance with scales on the first four 
classes stated therein. 





STORE-DOOR DELIVERY DISCUSSED 


A meeting in connection with the subject of store-door de- 
livery between representatives of the Railway Express Agency 
and the railroads entering New York was held at the executive 
offices of the express agency last week in New York. It was 
stated after the meeting that this subject was receiving serious 
consideration at the hands of the carriers and progress would 
be made as rapidly as possible. The meeting was preliminary 
to further discussions in which the heads of the railroads would 
take part, it was said, and any decision on the matter of estab- 
lishing a store-door delivery system in New York under the 
— of the Railway Express Agency would take many 
months. 


SOUTHWESTERN REVISION 


The Commission has issued an amendatory order in No. 
13535, consolidated southwestern cases, so that the findings in 
the eighth supplemental report are changed to provide that be- 
tween points in group 11 of appendix A and points in Oklahoma 
and Texas on and west of Neosho-Laredo line, as defined in the 
fifth supplemental report, rates applicable to the transportation 
of property should not exceed the corresponding rates prescribed 
between Chicago, Ill., and points on the west of the Neosho 
Laredo line. The amendment applies to the findings and order 
made on July 1, 1930. 

The carriers are required, by the amendatory order, t0 
establish rates in accordance with its terms not later thal 
January 30, 1931, upon not less than ten days’ notice, 
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Decisions of Interstate Commerce Commission 





IRON AND STEEL REPARATION 


Upon reconsideration, the Commission, by division 5, in No. 
21211, Wisconsin Bridge & Iron Co. vs. Illinois Terminal et al., 
has modified its prior report, 161 I. C. C. 176, as to the rate ap- 
plicable on shipments of structural iron and steel, between 
March 22, 1927, and March 13, 1928, from the Pittsburgh dis- 
trict to North Milwaukee, Wis., there fabricated in transit and 
reforwarded to Alton, Ill. The question in the case turned upon 
an interpretation of the tariff. The Commission, in making 
its first report, overlooked some tariff items. 

The finding, made in this report, is that throughout the 
period of movement and as to all shipments the fifth class rate 
of 43: cents was inapplicable; that throughout the period a com- 
bination rate of 62 cents was applicable over each route; and 
that the 62-cent rate was unreasonable to the extent that it 
exceeded rates to be determined in accordance with the formula 
prescribed in Prairie Pipe Line Co. vs. A. W., 149 I. C. C. 158-9, 
as modified in Magnolia Petroleum Co. vs. C. R. I. & P., 151 
I. C. C. 795, adapted to the movements into North Milwaukee and 
out of that transit point. The Jones & Laughlin scale, pre- 
scribed in 96 I. C. C. 682, is to be used in calculating the proper 
charges. The report contains specific instructions to be fol- 
lowed in using the formula. 

In the prior report the Commission found that, except as to 
shipments which originated on the Pennsylvania Railroad, the 
joint fifth class rate of 43 cents which was charged on the 
shipments was not unreasonable. As to shipments over the 
Pennsylvania it found that the applicable rate was the 62-cent 
combination, but that that was unreasonable to the extent it 
exceeded 59 cents, to which basis the Commission authorized 
the adjustment of undercharges. Inasmuch as the Pennsylvania 
did not desire to participate in the business via North Milwaukee 
at the 43-cent rate, no order for the future was entered and the 
case was dismissed. Commissioner Farrell noted a dissent. 


EDIBLE CATTLE REVISION 


Rates from Alabama points to northern points on edible 
live stock have been found unreasonable for the future in No. 
22044, Montgomery Live Stock Exchange vs. Atlanta & West 
Point et al., and No. 22784, Bragg, Millsaps & Blackwell, Inc., vs. 
A. G. S. et al., and new rates are to be made effective not later 
than February 16. The Commission, by division 2, has found 
that the rates were not unreasonable in the past, but would be 
unreasonable for the future. 

The report found that the rates assailed on calves, hogs, 
sheep and lambs, in double-deck cars, and on cattle, from 
Birmingham, North Birmingham and Montgomery to New York 
were, and for the future would be unreasonable to the extent 
that exceeded or might exceed 63 cents from Birmingham and 
North Birmingham, and 64 cents from Montgomery. 

A further finding is that the rates assailed on calves, hogs, 
sheep and lambs in double-deck cars, and on cattle to Phila- 
delphia and Baltimore, respectively, are and for the future will 
be unreasonable to the extent they exceed or may exceed 60 
and 56 cents from Birmingham and North Birmingham, and 61 
and 57 cents from Montgomery; that the rates assailed to Jersey 
City are, and for the future will be, unreasonable to the extent 
that they exceed or may exceed the rate herein prescribed to 
New York; and that the rates assailed to Boston are, and for 
the future will be, unreasonable to the extent that they exceed 
or may exceed rates bearing the same relation to that prescribed 
herein to New York that the class rates from Birmingham, North 
Birmingham and Montgomery to Boston bear to the correspond- 
ing class rates to New York. 

The Commission further found the rates from Birmingham 
and North Birmingham to Lancaster, Pa., unreasonable to the 
extent they exceed or may exceed the rate to Philadelphia. 

As to calves, sheep, lambs and hogs in single-deck cars, the 
Commission found that they would be unreasonable from and to 
all the points herein considered to the extent they exceeded or 
might exceed, on calves and hogs, 115 per cent, and on sheep 
and lambs, 125 per cent, of the rates in the double-deck cars. 


BRICK SCALE PRESCRIBED 


; The Commission, by division 3, in No. 21748, West Virginia 
Brick Co. et al. vs. C. & O. et al., has prescribed rates on brick 
and related articles taking the same rates, from Canton and 
other points in Ohio, Maysville, Ky,, and Charleston and Guyan 





Valley Brick Co., W. Va.,-to destinations on branch lines of the 
Chesapeake & Ohio in West Virginia and Kentucky, east and 
south of Catlettsburg, Ky., and destinations on the main line 
in West Virginia east of Gauley, W. Va.; destinations on the 
main line and branch lines of the Norfolk & Western, west of 
and including Roanoke, Va., in Virginia and West Virginia; and 
to destinations on the main line and branch lines of the Vir- 
ginian in West Virginia, in accordance with a mileage scale 
which takes into consideration the fact that some of the trans- 
portation is to be over branch lines. The revisions to be made 
not later than February 17. 

The rates under attack were found unreasonable for the 
future, but not for the past. The Commission said that the 
rates assailed to branch line destinations were generally on a 
different and higher basis than rates to destinations on the main 
lines. The evidence of the railroads concerning transportation 
conditions, the Commission said, led to the conclusion that dif- 
ferent levels were warranted, and that that conclusion was 
supported by its findings in Eastern Class Rate Investigation, 
164 I. C. C. 314. In that case the Commission dealt with trans- 
portation conditions on the branch lines in question. 

The Commission found that the rates assailed would be un- 
reasonable for the future to destinations on main lines to the 
extent that they might exceed rates based on the distance scale 
and to destinations on branch lines to the extent that the latter 
might exceed rates based upon that scale plus 1.5 cents a hun- 
dred pounds. The scale, to apply over actual mileage, follows: 


Actual Haul 


(Miles) (Cents) (Miles) (Cents) 
S30 GRE OVOP BOGi sc ccccascee 10 360 and over 340.....ccccces 16 
S00 GRE OVER TBs cc cccesiccs 10.5 SEO and OVOP BOB. cccccccvces 16.5 
19D GRE OVER LOB. ccc cecscves 11 40 andl GVOP BOR kc cccsoses 17 
13S GRR OVE BER. cc vcwcccoes 11.5 S25 BEE OVOP Bees ccccccssose 17.5 
Tee SOE GUE Bsc cccccsvces 12 S50 GU QUOE Gibco ccscseecee 18 
ZED GRE OVER Bile sccnccnvaes 12.5 [TS BAG OVEP GB. .cccocccecs 18.5 
SEG BRE OVEE Bees ccccccceces 13 SOS BE OVGT Glee cccsvcccese 19 
SEO GRE OVOP BG. ccccsescecs 13.5 See BEE GVOE Ges ccicccseses 19.5 
See BE OUGE Bees snccvecacce 14 SEO ORG OVET BES. ccccsccvess 20 
300 and Over 200. ...cccssces 14.5 BIS BNE OVSP BOO. ccccccccecs 20.5 
See GH OVO Bie ccccscceccs 15 COS GRE OVOP BIB. cccckccsece 21 
SHO GRE OVOT BOO. ccccccccces 15.5 625 and over 600.....0.ccee21-5 

The rates are to apply from established groups. The Com- 


mission said that in the determination of rates from points in 
such established groups over the shortest established routes the 
average distance over those routes from all points in the groups 
should be used. Commissioner Brainerd, in a separate view, 
concurred in the conclusions of the majority, but disagreed 
with it in its conclusion that the rates assailed were not un- 
reasonable as applied to past shipments. 


RICE RATES TO BE REVISED 


In a report written by Commissioner Aitchison, in No. 
19942, New Orleans Joint Traffic Bureau et al. vs. Arkansas & 
Louisiana Missouri et al., a sub-number thereunder, Rickert’s 
Rice Mills, Inc., vs. Same, and No. 21160, Lake Charles Rice 
Milling Co. of Louisiana, Inc., vs. A. T. & S. F. et al., the Com- 
mission has ordered a revision of rough rice rates within Texas 
and from Texas to New Orleans and Lake Charles, La., not 
later than February 10. The general basis of the revision is to 
be rates made 17.5 per cent of the contemporaneous first class 
rates from and to the points involved, minimum 60,000 pounds. 

Interstate rates on rough rice, from points in Arkansas, 
Missouri, Louisiana and Texas to New Orleans, were found not 
unreasonable or unduly prejudicial in the past and not unduly 
prejudicial for the future, but unreasonable for the future. 

With exception noted in the succeeding paragraph the same 
findings were made in respect of interstate rates on rough rice 
from the same points of origin to Lake Charles, La. 

Interstate rates and minimum weight on rough rice, from 
points in Texas to Lake Charles, and the intrastate rates and 
minimum weight on rough rice, from the same points to Bay 
City, Beaumont, Eagle Lake, El Campo, Galveston, Houston, 
and Orange, Tex., were found unduly prejudicial to Lake 
Charles and unduly preferential of the Texas points named. 
The Commission found that the complainant in No. 21160 had 
not been shown to have suffered damage from the undue 
prejudice. 

Commissioner Aitchison said there was insufficient evidence 
to warrant a finding as to rates from New Orleans to destina- 
tions in Louisiana and Texas or as to the alleged undue pref- 
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erence of competitors in Louisiana and Texas. 
he said, was offered concerning the alleged fourth section de- 
partures, which, in any event, would be corrected by the Com- 
mission’s findings herein. 

The complaints alleged violations of the first four and thir- 
teenth sections of the interstate commerce act. Commissjoner 
Aitchison said that no evidence of unjust discrimination under 
section 2 was offered in No. 21160. 

After the institution of this proceeding an association of 
growers in Arkansas, which had been marketing a part of the 
Arkansas crop, lost 221 of its members. Those members acted 
independently through a committee. They intervened in behalf 
of the complainants and asked that the lowest possible lawful 
rate be prescribed from points in Arkansas. They presented 
testimony to show the conditions of the industry in Arkansas. 
There was also testimony as to the condition of the industry 
in other parts of the affected territory. 

“We are not satisfied from the evidence,” said the report, 
“that the rice growing industry as a whole is depressed, al- 
though the record does show with reasonable certainty that in 
a large part of the southwest it is in an unsatisfactory con- 
dition.” 

The rates under attack, said the report, were the result of 
many of the Commission’s decisions, the first of which was 
City of Memphis vs. C. R. I. & P., 39 I. C. C. 256, decided May 
9, 1916, wherein the Commission prescribed a mileage scale. 
In addition the Commission found in that case that the Ar- 
kansas intrastate rate discriminated unduly against Memphis. 
The Commission, in this report, reviewed eight or ten of its 
preceeding rough rice cases. After reviewing the proposals of 
the parties to the proceeding the Commission said that it was 
of the opinion that a reasonable basis of rates for the future 
would be 17.5 per cent of the contemporaneous first class rates, 
prescribed in the Consolidated Southwestern cases, subject to 
a minimum of 60,000 pounds. It said that as to the Mississippi 
River crossing arbitraries at Memphis and New Orleans, no 
reason appeared why the basis prescribed in the recent south- 
western revision should not be made applicable on rough rice. 
As to the alleged violation of the thirteenth section of the 
Texas intrastate rates, the report contains a table which shows 
that the Texas rates for distances from 10 to 150 miles, single 
line, are lower than 17.5 per cent rates of the southwestern 
scale. It also shows that Texas joint line scales are lower for 
nearly all distances up to 140 and 150 milés. At those distances 
the Texas rates of 16 and 17 cents are the same as the 17.5 per 
cent of first class rates prescribed by the order in this case. 


The Commission said that it was manifest that Lake Charles 
was being deprived by these Texas rates of its rightful equality 
of opportunity with the Texas milling points to ship rough rice 
from points in Texas. Moreover, said the report, not only did 
the complainant, in the Lake Charles case, suffer from the dis- 
parity in the rates themselves, but also on account of the dif- 
ference in the minimum weights, the interstate minimum being 
40,000 pounds and the Texas minimum, 30,000 pounds. The re- 
port pointed out that between December 21, 1926, and February 
7, 1929, the Lake Charles complainant was able to purchase 
rough rice from only three points in Texas, namely, Beaumont, 
Mauriceville, and Orange, distant 60, 50.4 and 40 miles, respec- 
tively, from Lake Charles, whereas in Louisiana the Lake 
Charles complainant was able to purchase at points as far 
distant as 135 miles, although its principal purchases had been 
from points within 100 miles of Lake Charles. 

The Commission found that the undue prejudice and pref- 
erence indicated should be removed by the establishment of 
rates on rough rice, from Texas points of origin to Bay City, 
Beaumont, Eagle Lake, El Campo, Galveston, Houston, and 
Orange, Tex., which should be equal for corresponding distances 
to those: prescribed by this report from points in Texas to Lake 
Charles. 

An order was entered requiring the railroads to establish 
the rates: found reasonable. No order was entered on the un- 
due prejudice finding pending such action as might be taken 
by the Texas commission in harmony with these findings. 


COMMISSION REPORTS 


Rough Rice 

No. 22477, Memphis Freight Bureau for Standard Rice Co., 
Inc., vs. St. Louis Southwestern. By division 3. Rates, rough 
rice, points in Arkansas to Memphis, Tenn., unreasonable, but 
not unduly prejudicial, to the extent that those from origin 
points on the St. Louis Southwestern, Gilkerson to Fargo, in- 
clusive, exceeded or may exceed rates made on the basis of the 
scale prescribed in City of Memphis vs. C. R. I. & P., 39 I. C. C. 
256, increased and reduced in accordance with the general rate 
changes of 1918, 1920 and 1922; distances via Fair Oaks, Ark., 
and the Missouri Pacific to be used in computing distances. 
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Reparation awarded. New rates to be effective not later than 
February 16. 
Feeder Cattle Reparation 


No. 21531, Oscar White vs. A. T. & S. F. et al. By the Com- 
mission. Upon further hearing, certain complainants named in 
prior report, 159 I. C. C. 431, found entitled to reparation on 
shipments, feeder cattle and calves, points in Arizona to destina- 
tions in New Mexico and Texas. This report also embraces a 
sub-number, H. E. Crosby et al. vs. Same; No. 21984, E. 0. 
Finley vs. Same, and No. 22034, M. L. Cottingham vs. Same. 

Fertilizer Material 

No. 21989, Dothan Guano Co. et al vs. Atlanta & Saint 
Andrews Bay et al. By division 3. Line-haul rate, import fer- 
tilizer materials, Pensacola, Fla., to Dothan, Ala., on and after 
July 1, 1927, unreasonable to the extent it exceeded or may exceed 
$2.75 a net ton. Reparation awarded. Aggregate of the line-haul 
rate and the wharfage and handling charges found unduly 
prejudicial as to the past and for the future to complainants at 
Dothan and unduly preferential of their competitors at points on 
the Central of Georgia between Samson, Ala., and Blakely, Ga., 
inclusive, and points on the Atlantic Coast Line between Ariton, 
Ala., and Donaldsonville, Ga., inclusive, including the Abbeville 
branch, to the extent that the relationships were and may be 
less favorable to Dothan than the differences between the line- 
haul rates to Dothan and the preferred points. New rates to 
be established not later than February 17. Chairman McManamy 
dissented from the award of reparation. 

Wrought Iron Pipe 


No. 22410, Alaska Junk Co., Inc., vs. Great Northern et al. 
By division 3. Complaint dismissed. Rates, wrought-iron pipe, 
Seattle, Wash., and Portland, Ore., to Spokane and Hillyard, 
Wash., not unreasonable or unduly prejudicial. 


Sash and Doors 


No. 22430, Farley & Loetscher Manufacturing Co. et al. vs. 
C. B. & Q. et al. By the Commission. Rates, sash and doors, 
straight and mixed carloads, Dubuque, Ia., and Chicago, IIl., to 
various destinations in Florida, inapplicable and reparation 
awarded. Applicable rates were those treated by the combina- 
tion rule in accordance with the principle in Sligo Iron Store 
Co. vs. W. M., 62 I. C. C. 648, 73 I. C. C. 551. Commissioner 
Farrell dissented for the reasons set forth in his separate ex- 
pression in Lehigh Portland Cement Co. vs. C. & O. et al., 152 
I. C. C. 351, the chief ground being that the Burlington, as a 
matter of law, might not be held responsible for omissions of 
other defendants over which it did not exercise and could not 
have exercised any control. Commissioners Brainerd, Lee, Tate 
and Mahaffie joined in that dissent. 


Ice 
No. 22875, Krohn Ice Co. vs. E. J. & E. et al. By division 
3. Rate, ice, Channel Lake, IIl., to Chicago Heights, IIl., over 
an interstate route, between June 16, 1925, and August 27, 1926, 
inapplicable. Applicable rate, 5 cents a hundred pounds. Rep- 
aration awarded. 


Bananas 


No. 22235, George F. Burt & Co. et al. vs. C. & N. W. et al., 
and two sub-numbers, Brown Fruit Co. et al. vs. A. T. & S. F. 
et al, and Nash Finch Co. vs. Same. By division 5. Rates, 
bananas, in straight carloads and in mixed carloads with cocoa- 
nuts, Mobile, Ala., New Orleans, La., and Gulfport, Miss., to 
Lincoln, Neb., not unreasonable or unduly prejudicial. That 
part of the title complaint dismissed. Rates, like traffic from 
the same points of origin to Fairbury, Hastings and Grand 
Island, Neb., not unreasonable, but unduly prejudicial and un- 
duly preferential of Omaha, Neb., to the extent they exceeed 
or may exceed the rate to Omaha by more than 17.5 cents. New 
rates to be established not later than February 16. Reparation 
denied. 

Lumber 


No. 23010, Runnells Lumber Co. vs. B. & M. et al. By 
division 3. Rate, lumber, Corbett, N. Y., to Wakefield, Mass., 
unreasonable to the extent it exceeded or might exceed 28.5 
cents. New rate to be made effective not later than February 
16. Reparation awarded. 

Fish Oil 

No. 22652, Procter & Gamble Co. et al. vs. Apalachicola 
Northern et al. By division 3. Rates, fish oil, tank cars, Fer- 
nandina, Mayport, and Port St. Joe, Fla., St. Marys, Ga., George- 
town, S. C., Southport and Wilmington, N. C., to Ivorydale and 
St. Bernard, O., and Port Ivory, N. Y., unreasonable to the ex- 
tent they exceeded the following to Ivorydale and St. Bernard: 
Wilmington, 47.5 cents; Southport, 52 cents; Georgetown, 46 
cents; St. Marys, 51 cents; Fernandina, 49 cents; Mayport, 50 
cents, and Port St. Joe, 56 cents; to Port Ivory, 43 cents from 
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Wilmington; 47.5 cents from Southport and Georgetown; 54 
cents from St. Marys; 53 cents from Fernandina and Mayport, 
and 62 cents from Port St. Joe. Rates, fish oil, Beaufort and 
Morehead City, N. C., to Ivorydale and St. Bernard, O., and 
port Ivory, N. Y., not unreasonable. These conclusions, the re- 
port says, are without prejudice to any different conclusion that 
may be reached in No. 17000, part 8, Hoch-Smith cottonseed, its 
products and related articles. New rates to be established not 
later than February 17. Reparation awarded. 


Apples 

No. 21406, Virginia State Horticultural Society et al. vs. 
Aberdeen & Rockfish et al. By division 2. Rates, apples, points 
in Virginia, West Virginia, and Maryland to destinations on and 
east of the Mississippi River, unreasonable, but not shown to 
have been unduly prejudicial or preferential, to the extent that 
to destinations to which the class rates are governed by official 
classification, that they exceeded or might exceed 35 per cent 
of the first class rates found reasonable in Eastern Class Rate 
Investigation, 164 I. C. C. 314, and to destinations to which the 
class rates are governed by the southern classification to the 
extent they exceeded or might exceed 35 per cent of the first 
class rates prescribed in the Southen Class Rate Investigation, 
113 I. C. C. 200. New rates are to be made effective not later 
than February 17. 


Range or Feeder Cattle 


I. and S. No. 3477, livestock between points on Santa Fe 
Railway in New Mexico and El Paso, Tex. By division 3. Pro- 
posed increased rates, range or feeder cattle and on sheep and 
goats, between Deming, N. M., and El Paso, Tex., and between 
Silver City, N. M., and El Paso, not justified. Suspended sched- 
ules ordered to be canceled and proceedings discontinued. 


Crude Petroleum 


No. 23022, Lousiana Oil Refining Corporation vs. T. & P. 
et al. By division 3. Rates, crude petroleum, Wickett and 
Pyote, Tex., to Gas Center, La., inapplicable. Applicable rates, 
20 cents from Wickett and 26.5 cents from Pyote, not unreason- 
able. No authority for a switching charge of $4.05 cents a car. 
Reparation awarded. 

Coal 

No. 19858, Artesia Alfalfa Growers’ Association et al. vs. 
A. T. & S. F. et al., No. 20470, Ballow and Price vs. Same., and 
No. 20795, Acker and Cook et al. vs. Same. By division 4. 
Rates on coal, mines in Colorado and New Mexico to Farwell, 
Tex., and destinations in New Mexico, unreasonable. New rates 
prescribed effective February 17. Reparation awarded. Rates 
prescribed from the Walsen district, the basing district, with 
the rate on lump and nut coal stated first and on slack cloal 
second, are as follows: Farwell, Tex., $4.15 and $3.75; Clovis, 
N. M., and points west thereof to and including Vaughn, N. M., 
$4.25 and $3.85; points south of Clovis to and including Por- 
tales, N. M., $4.25 and $3.85; points south of Portales to and 
including Kenna, N. M., $4.55 and $4.15; points south of Kenna 
to and including Roswell, N. M., $4.85 and $4.45; points south 
of Roswell to and including Artesia, N. M., $5.10 and $4.70, 
and points south of Artesia to and including Otis, N. M., $5.30 
and $4.90. The order requires the establishment of rates from 
the Canon City, Trinidad, and Raton-Dawson districts on the 
basis of the existing differentials between those districts and 
the Walsen district. 


INDIANAPOLIS UNION BONDS 


In the opinion of the Commission, as stated by division 4, 
in Finance No. 8501, Indianapolis Union Railway Co. bonds and 
sub-numbers wherein the New York Central and the Big Four 
in one sub-number, and the Pennsylvania in the second, pro- 
Posed to assume obligation liability, bonds of union terminal 
companies constitute a class of security that may be marketed 
through competitive bidding as easily and advantageously as 
equipment-trust certificates. Therefore, the order in this case, 
Permitting the Indianapolis Union to issue and sell, not exceed- 
ing $1,000,000 of refunding and improvement mortgage gold 
bonds, series A, 4% per cent, requires that the bonds in ques- 
tion be offered at competitive bidding and sold to the highest 
bidder pursuant to the regulations prescribed by the Commis- 
sion in Ex Parte 54, '56 I. C. C. 847. 

This action is a return to the practice that prevailed before 
the decision in Bonds of Chicago Union Station Co., 86 I. C. C. 
529. In that case, decided March 10, 1924, the Commission 
required that a part of the bonds authorized be sold to the high- 
est bidder after public advertisement. Later the order was 
amended so as to remove that requirement, 94 I. C. C. 177. 

The Commission practice has been to require equipment- 
trust certificates to be sold to the highest bidder. In this report 


the Commission called attention to a number of its decisions 
It then said that the 


in respect to equipment-trust securities. 
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mortgage bonds of a terminal railroad company, guaranteed as 
to the payment of principal and interest by several strong trunk- 
line carriers controlling the terminal company and using its 
facilities, were a class of investment securities comparable in 
many respects with equipment-trust certificates. Current quo- 
tations for bonds of a number of terminal companies, as well 
as the bond of the Indianapolis Union, the Commission said, 
indicated that the bonds of these terminal companies stood high 
in the railroad bond market. Immediately after that it ex- 
pressed the opinion that terminal company bonds should be 
sold at competitive bidding. 

In this case the terminal company desired to sell the bonds 
in the amount before mentioned under a conditional contract of 
sale at 97.25 and the trunk lines desired to assume obligation 
and liability as part of the usual financinng of the terminal 
company. As originally proposed, the bonds would not have 
been redeemable before July 1, 1950, their due date being 1980. 
The applicant, however, said that it would, if the Commission 
deemed it advisable to do so, revise the mortgage of $30,000,000 
the company proposed placing upon its property, so as to provide 
that this series of bonds would be redeemable at the applicant’s 
option as a whole or in part on any interest date on and after 
July 1, 1935, to and including July 1, 1950, at 105, thereafter 
to and including July 1, 1970, at 103, and thereafter to maturity 
at par, plus accrued interest in each case. The Commission 
said that it would expect the applicant to make such a revision 
of the proposed mortgage prior to the execution thereof and 
without a specific order to that effect. 

The proceeds of the bonds are to be used to pay the in- 
debtedness of the terminal company to the proprietary com- 
panies for advances and other obligations which have been or 
will be incurred in connection with additions and betterments 
made or being made to its property. 

The terminal company argued for permission to sell the 
bonds under the contract, although the Commission pointed out 
that since the making of the contract of sale the market for 
such bonds had improved. The Commission said it was not 
impressed with the contentions made by the terminal company 
in favor of abiding by the bargain in the interest of future ease 
in financiing operations. In part it said: 


The Indianapolis Union would have us close our eyes to the 
market conditions at the time the application is before us for con- 
sideration and look only at the conditions obtaining at the time the 
tentative agreement of sale was made. It is more than three months 
since the negotiations were completed for the sale of the series-A 
bonds and the filing of an application for authority to issue the 
bonds was delayed nearly as long because the applicant had not 
been able to prepare the necessary papers, documents and instru- 
ments to support the application. If carriers make agreements for 
the sale of their securities when they can not file promptly the 
requisite applications for authority to issue the securities, they neces- 
sarily assume the risk of changes occurring in the securities market 
before they receive the necessary authority. 


L. A. & T. OPERATION 


In a report on further hearing, in Finance No. 8175, Louis- 
iana, Arkansas & Texas operation, I. and S. No. 3496, applica- 
tion of rates from and to Dallas, Tex., via L. A. & T., and I. 
and S. No. 3514, application of rates from and to Dallas, Tex., 
via L. A. & T., Examiners J. J. Williams and R. R. Molster 
have recommended that the Commission affirm the original find- 
ing that the present and future public convenience and neces- 
sity require the operation by the Louisiana, Arkansas & Texas, 
under trackage rights over the St. Louis Southwestern of Texas 
between Greenville and Dallas, Tex., the previous report on 
that phase of the case having been made in 162 I. C. C. 766. 

When the Louisiana, Arkansas & Texas filed tariffs to give 
effect to the finding in the finance proceeding, they were sus- 
pended on representation made by tariff men of the Commis- 
sion’s staff to the effect that they did not and could not comply 
with the tariff requirements of the Commission. The exam- 
iners, however, recommend that the Commission find justified 
the proposed new individual joint rates and charges and new 
individual and joint rules and practices affecting such rates and 
charges for application over the Louisiana, Arkansas & Texas, 
including its trackage right line, vacate the suspension orders 
and discontinue the proceedings. 


COMMISSION ORDERS 


No. 23783, W. F. Brown and Sons Lumber Co., Inc., et al. 
vs. A. G. S. et al. C. R. I & P, Illinois Termnial, C & N. W., 
N. Y. C. & St. L. and L. V. dismissed as parties defendant 
hereto. 

No. 20965, Frank B. Clinton et al. vs. B. & O. et al. Mlinois 
Coal Traffic Bureau permitted to intervene. 

No. 23506 (and Sub. 1), Independent Coal Tar Co. vs. B. & 
A. et al. Tar Products Corporation permitted to intervene. 

No. 23805, Leas & McVitty, Inc., vs. N. & W. Hagerstown 
Chamber of Commerce permitted to intervene. 
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No. 23855 (Sub. 1), Du Pont Rayon Co. vs. C. & O. West 
Virginia Pulp & Paper Co. permitted to intervene. 

Finance No. 8448, application of T. & P. for certificate to 
construct a line of railroad in Texas. Amarillo Chamber of 
Commerce and Amarillo Board of City Development, Dallas 
Cotton Exchange, National Lumber and Creosoting Co., Live 
Stock Traffic Association et al., Big Spring Chamber of Com- 
merce, Brownfield Chamber of Commerce, Dimmitt Chamber 
of Commerce, Hereford Chamber of Commerce, Lamesa Cham- 
ber of Commerc, Levelland Chamber of Commerce, Littlefield 
Chamber of Commerce, Lubbock Chamber of Commerce, Vega 
Chamber of Commerce, Marshall Mill & Elevator Co., and Wyatt 
Metal & Boiler Works permitted to intervene. 

No. 16308, in the mater of intrastate rates on bituminous 
coal within state of Indiana. Proceeding of investigation dis- 
continued. 

Finance No. 8391, application of C. H. & G. L., and C. H. 
Wilcox, receiver, for certificate to abandon its railroad in IIli- 
nois and Wisconsin. American Sand & Gravel Co. permitted 
to intervene. 

No. 21101, Gable Johnson Jury Co. et al. vs. A. F. & G. et al. 
The order in this proceeding dated March 28, 1930, as subse- 
quently modified, vacated and set aside, in so far as it requires, 
the establishment of rates from Virginia and North Carolina 
to Kansas City, Mo. 

No. 23849, Baltimore Association of Commerce vs. B. & O. 
et al. Baltimore Coal Exchange permitted to intervene. 

No. 14859 (and Sub. 1), Southern Produce Co. et al. vs. 
D. & P. S. et al., and cases grouped therewith. Order entered 
on July 8, 1930, which was by its terms made effective on or 
before November 4, 1930, and subsequently modified to become 
effective on or before January 3, 1931, upon not less than 30 
days’ notice, further modified to become effective on or before 
February 2, 1931, upon not less than 30 days’ notice instead 
of said January 3, 1931. 

Finance No. 4682, acquisition and construction of line by 
Alameda Belt Line, and cases grouped therewith. Time pre- 
scribed in certificate and order, as extended, within which the 
Alameda Belt Line shall complete the construction of the ex- 
tension from Webster street westerly to the shore line of San 
Francisco Bay further extended to December 31, 1931. 

No. 23868, Swift & Co. et al. vs. A. T. & S. F. et al. 
ciated Jobbers & Manufacturers permitted to intervene. 

No. 23699, State Docks Commission vs. G. & S. I. et al. 
Gulfport Chamber of Commerce permitted to intervene. 

No. 23848, Quaker City Quality Cracker Co. vs. B. & O. et 
al. D. W. Deitrich & Co. permitted to intervene. 

Finance No. 7900, Missouri Pacific stock. Application of 
Missouri Pacific for authority to issue $38,659,900 of common 
stock dismissed without prejudice. 

No. 23995, San Antonio Portland Cement Co. vs. O. I.-G. N. 
et al. Republic Portland Cement Co. permitted to intervene. 

No. 23937, Standard Oil Co. of La. vs. B. S. L. & W. et al. 
Shell Retroleum Corporation permitted to intervene. 

No. 23319, Hartman Furniture & Carpet Co. vs. B. & O. et 
al. Radio Manufacturers’ Association, Inc., and Brunswick 
Radio Corporation permitted to intervene. 

No. 23891, J. D. Crosby Co. vs. Pennsylvania et al. American 
Steel & Wire Co., Carnegie Steel Co. and Illinois Steel Co. per- 
mitted to intervene. 

No. 18066 (and Sub. 1), Little Rock Chamber of Commerte 
vs. A. G. S. R. R. et al. The effective date of order entered in 
these proceedings on July 17, 1929, which has from time to 
time been postponed until December 15, 1930, is further post- 
poned until the further order of the Commission, and these cases 
are reopened for further hearing regarding the Louisiana intra- 
state rates, with the understanding that this shall not delay 
the immediate readjustment of the intrastate rates to points on 
and north of the Vicksburg, Shreveport & Pacific district of the 
Yazoo & Mississippi Valley Railroad under the Louisiana Public 
Service Commission’s order of September 17, 1930, in its docket 
1184, 


Asso- 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8495, authorizing the acquisition 
by the Peoria Terminal Company of control of the Peoria, Hanna 
City & Western Railway Company by purchase of capital stock and 
by lease, approved. 

Report and order in F. D. No. 8548, authorizing the Western 
Pacific Railroad Company to issue $5,000,000 of 5 per cent gold de- 
bentures to be sold to the highest bidder at not less than par and 
accrued interest and the proceeds used in connection with the con- 
struction and acquisition of an extension to the applicant’s railroad, 
approved. 

Report and certificate in F. D. No. 7377, authorizing the New 
Orleans Public Belt Railroad to construct an extension of its line 
of railroad in Orleans and Jefferson Parishes, La., approved. 

Report and certificate in F. D. No. 8519, authorizing the Terminal 
Railroad Association of St. Louis (1) to operate over the Municipal 
Bridge between St. Louis, Mo., and East St. Louis, Ill., and all ap- 
proaches thereto; and (2) to construct a union station, with appro- 
priate trackage, in East St. Louis, approved. 
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Painesville & Eastern Railroad Company to issue $100,000 of 
stock, consisting of 1,000 shares of the par value of $100 each, to be 
sold at par, in reimbursement of capital expenditures heretofore 
made, approved. 
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Report and order in F. D. No. 8477, authorizing the Fairport 


Capital 


FINANCE APPLICATIONS 
Finance No. 8571. Application of South Plains & Santa Fe Raj. 


way Co. for authority to issue one first mortgage bond for $1,400,09) 
and deliver it to the Atchison, Topeka & Santa Fe in satisfaction ot 
an equal amount of indebtedness to that organization, the parent 
company. 


Finance No. 8572. Application of the Santa Fe & Los Angeles 


Harbor Railroad Co. for authority to issue one first mortgage bond 
for $600,000 and to deliver it to the Atchison, Topeka & 
the parent company, in satisfaction of an equal amount of indebted: 
ness to that company. 


Santa Fe 


Finance No. 8573. Application of South Georgia Railway Co, for 


permission to abandon a part of its line from Perry to Hampton 
Springs, Fla., about 4 miles in length. The part to be abandoned 
served a hotel which is no longer in operation. 


Finance No. 8578. Chicago & North Western Railway Co. asks 


authority to abandon its so-called Moingona line in Boone county 
Ia., embracing about 9 miles of track. ; 


Finance No. 8579. Twin City Railroad Co. asks authority to Op- 


erate its lines from Chehalis to Centralia and from Coal Creek to 
pone ane Mine in Lewis county, Wash., about 7 miles, in interstate 
ce. 


Finance No. 8575. Joint application of New York Telephone (Co, 


to purchase and the Easton and South Cambridge Telephone Co. to 
sell the physical property of the latter to the former. 
to be transferred is in Washington county, N. Y. 
is mentioned in the application. 


The property 
No purchase price 


Finance No. 8576. Joint application of McLean Telephone Co. and 


the Cayuga Southern Telephone Co. providing for the sale of the 
property of the McLean company to the Cayuga company. Terms of 
sale are not set forth in the application. 


Finance No. 8581. Northside Belt Railway Co. asks authority to 


operate in interstate commerce its line in Harris county, Tex. 


Finance No. 8582. Cane Belt Railroad Co. asks authority to issue 


one first mortgage bond for $1,750,000 and deliver the same to th 
Atchison, Topeka & Santa Fe in satisfaction of an equal amount of 
indebtedness to that company. 


Finance No. 8588. Dodge City & Cimarron Valley Railway Co. 


asks authority to issue one first mortgage bond for $1,800,000 a 
deliver the same to the Atchison, Topeka & Santa Fe in calisdnoties af 
an equal amount of indebtedness to that company. 


Finance No. 8584. Eldorado & Santa Fe Railway Co. asks av- 


thority to issue one first mortgage bond for $1,200,000 for delivery to 
the Atchison, Topeka & Santa Fe in satisfaction of an equal penn 
of indebtedness to that company. 





HOCH-SMITH GRAIN 
The Traffic World Washington Bureau 


Asserting that it had been demonstrated that it was physi- 
cally impossible for them to complete the work required by the 
order in No. 17000, part 7, grain and grain products within the 
western district and for export, so as to make the rates effective 
January 1, the carriers, November 25, asked the Commission to 
postpone the effective date until April 1. The carriers’ petition 
outlined the magnitude of the task involved by citing specific 
illustrations. They asserted that they had done everything 
possible in an attempt to comply with the order by January 1, 
but that the rates could not be checked in by that time. 

The Oklahoma Millers’ Association has petitioned the Com- 
mission for reopening, rehearing and modification in No. 17000, 
part 7, grain and grain products within the western district 
and for export. It asks that the order of July 1, 1930, be vacated 
and modified in the following particulars: 


The scale should apply from Oklahoma to Texas, or if Texas is 
to be grouped, the Texas ports should constitute a separate group 
— rates prescribed thereto on the basis of the scale to the nearest 

Memphis, Tenn., should be grouped with Arkansas points, or pro- 
portional rates from Oklahoma to Memphis, Tenn., should be estab- 
lished on a basis lower than the scale. 

South Dakota, in its reply to the petition and supplemental 
petition of the railroads in western trunk line and southwestern 
territories, for rehearing, reconsideration and modification of 
the Commission’s report in No. 17000, part 7, Hoch-Smith grain, 
asserts that every major proposition advanced in these addi- 
tional petitions has already had unusually careful consideration. 
The state says it is to be regretted that the railroads have 
found it necessary further to complicate this already excep- 
tional record by this unusual succession of petitions. South 
Dakota further declares that the report of the Commission in 
this case makes lesser reductions in rates and lesser decreases 
in carrier revenue in so far as western trunk line territory is 
concerned than it does with respect to the rates and the 
revenues in any other part of the western district. Taking 
the western trunk line carriers as a whole, it declares, the 
reductions required in many of the higher rates are largely or 
fully overcome by the many and serious increases that are 
permitted in the grain rates alone, without considering the 
large increases in the class rates. 

The Board of Trade of Kansas City, Mo., in No. 17000, part 
7, has asked that the petition of the Board of Trade of Chicago 
and of the Chamber of Commerce of Milwaukee for rehearing 
be denied. 
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Proposed Reports in I. C. C. Cases 





FLORIDA HOCH-SMITH FRUIT CASE 


A recommendation that the Commission stand by its deci- 
sion as to rates on fruits and vegetables from Florida to destina- 
tions in many parts of the country,: made in Florida Railroad 
Commissioners vs. A. & R., 144 I. C. C. 603, has been made by 
Examiner W. B. Wilbur in No. 22989, Southern Fruit Distributors, 
Inc, et al. vs. A. G. S. et al. The order in that case became 
effective November 9, 1928. 

The Hoch-Smith resolution was pleaded in this complaint as 
warrant for a revision of the rates in question which had been 
passed on in 1928. In the prior complaint the complainant 
sought a blanket rate of 95 cents to official territory, but did 


) not refer, said the examiner, to the Hoch-Smith resolution nor 


alleged unjust discrimination or undue prejudice. The Commis- 
sion, Wilbur said, denied the request for such a blanket on the 
ground that the Florida producing area was too extensive to war- 
rant its general blanketing. 

Complainants now, the examiner said, were before the Com- 
mission under the Hoch-Smith resolution seeking blanket rates 
both as to origin and destination territory not to exceed 95 


» cents from all producing points in Florida to territory described 


in their complaint as west of the Buffalo-Pittsburgh line, inclu- 
sive of those points, east of the Mississippi River, and north 
of the Ohio River; and not to exceed 98 cents to points east of 
the Buffalo-Pittsburgh line and north of the Potomac River. The 
complainants contended that Florida citrus fruits were entitled 
to a reduction in freight rates under the Hoch-Smith resolution 
which, the examiner said, they declared had the force of statute 
law. 

Examiner Wilbur said that since the hearing and the filing 
of the briefs in this case, the Supreme Court of the United 
States had construed the Hoch-Smith resolution in Ann Arbor 
R. Co. vs. U. S., 281 U. S. 658, in such a way as to make testi- 
mony under the interstate commerce act alone pertinent in this 
case. The examiner, therefore, made no mention of anything 
other than transportation testimony and compared what was 
offered with that submitted in the complaint by the Florida 
commission and by the parties in the later case of Caruso, 
Rinella, Battaglia Co. vs. Atlantic Coast Line, 165 I. C. C. 181, 
decided June 10, 1930. The examiner said that the record war- 
ranted no different findings than those made in the Florida 
commissioners’ case and the Caruso, Rinella, Battaglia case. 
The latter involved rates from Lisbon‘and Winter Haven, Fla., 
to Saratoga Springs, that had been prescribed as a result of the 
decision in the Florida commissioners’ case. 


FLORIDA FRUIT TRANSIT 


In a supplemental proposed report in No. 22985 Jacksonville 
Traffic Bureau, Inc., vs. Seaboard Air Line et al., Examiner 
Alfred G. Hagerty has recommended that the Commission find 
unduly prejudicial to the complainants and unduly preferential 
of competitors a system of transit-rates on fresh fruits from 
producing points in south central Florida to points in the same 
section of that state where canneries are situated “lower in level 
and per gradus” than the local rates contemporaneously ap- 
plicable, and the failure to maintain a like system of transit 
rates, for like transportation inbound to Jacksonville, Fla., from 
producing points within an equi-distance radius of Jacksonville, 
and the canneries located in that city. In his first report Hagerty 
recommended dismissal on the ground that the Commission 
had no jurisdiction over transit established at canning points 
within Florida. 

Without questioning the accuracy of the issues and findings 
of evidential facts as set forth in his original report and with- 
out argument against the judicial determinations of ‘our highest 
tribunal cited therein as authorities for the denial of jurisdic- 
tion, or undertaking to point out in what particulars, if any, 
those authorities are inapposite in either similarity of facts or 
substantive principles of law, both complainants and defendants 
excepted to the recommendation against jurisdiction,’ said 
Hagerty in this report. He added that both complainant and 
defendants urged that the merits be made the subject of inquiry 
and recommendation. Supporting that motion to reopen, Hagerty 
said, the complainant and the defendants cited a number of 
cases wherein the Commission had assured jurisdiction of 
Similar issues, and where—at least presumptively, without 


analytical comparisons—the affected transportation and _ inci- 
dents thereof were the same in character. 





The facts set forth in the first report showed that there was 
transit on fruit into the canning points in south central Florida 
while similar arrangements did not exist in Jacksonville. After 
stating the allegations of fact and assuming their accuracy, 
Hagerty said that it followed that if by any process of reasoning 
the transportation inbound from producing points in south 
central Florida to the locations where canneries were maintained 
in that section of the state could be established as an integrated 
part of through interstate transportation, the Commission should 
find that undue preference flowed to the complainant’s com- 
petitors at the transit points in south central Florida from the 
maintenance and application of those rates, and that in con- 
sequence thereof complainant might suffer undue prejudice. 
Defendants, Hagerty said, should be left the option of eliminat- 
ing the transit system of rates or establishing them inbound to 
Jacksonyille. 


COAL REPARATION NICETIES 


Lack of proof of either paying or bearing the charges paid 
on rates on coal from the Birmingham, Ala., district to Atta- 
pulgas, Ga., which he recommends be found unreasonable, has 
caused Examiner Alfred G. Hagerty, in a report in No. 23514, 
Hall Construction Co. vs. L. & N. et al., to say that such lack 
of proof justifies dismissal of the complaint. But he suggests 
that if the complainant be given opportunity, it can show that it 
paid the charges. Therefore he says “rather than peremptory 
dismissal on the record as made, the more expedient course 
suggests that complainant, before final submission of its case, 
exhibit the freight receipts, declared to be in its possession, to 
the defendants, and arrange for certification of a statement in 
the manner prescribed by Rule V, thus permitting disposition of 
the claim without further unnecessary hearing.” 

The complaint alleged that in the two years prior to the 
filing of the complaint, the rates hereinbefore indicated were 
unreasonable. That was the ultimate effect of the complaint. 
After its filing the carriers established a rate of $2.87 in con- 
formity with the Commission’s findings in Coal to Southeastern 
and Carolina Territories, 163 I. C. C. 319, and 167 I. C. C. 3. 
Thereby the part of the complaint asking for reasonable rates 
for the future became moot. Hagerty recommended that the 
Commission find the rates unreasonable to the extent they 
exceeded, in the reparation period, the $2.87 rate prescribed in 
the Southeastern case. But he did not like what the com- 
plainant had done to prove that it was entitled to reparation, 
although he said it was apparent that despite the deficiency in 
the proof the complainant had a cause of action, and, if given 
an opportunity, could supply what was lacking. Hagerty said 
that if his suggestion was rejected and the submission of the 
case proceeded on the record as made, the complaint should be 
dismissed for lack of proof as to the payment of the freight 
charges. 


COAL ADJUSTMENT 


A realignment of rates on bituminous coal from mines in 
Alabama, western Kentucky and southern Illinois to several 
points in Mississippi has been proposed by Examiner J. J. 
Williams, in No. 23256, Royal Route Coal Co. et al. vs. A. G. S. 
et al., No. 23292, Columbus Brick Co. vs. Alabama Central et al., 
No. 23348, Buckeye Cotton Oil Co. vs. M. & O. et al., No. 23537, 
Brookhaven Pressed Brick and Manufacturing Co. vs. St. Louis- 
San Francisco et al., and No. 23649, Meridian Fertilizer Factory 
vs. A. T. & S. F. et al. Williams said that the rates from the 
mines specified should be found unreasonable in many instances, 
but not unreasonable in others. 

Williams said that the rate structure under consideration by 
reason of these cases had been before the Commission, several 
times more particularly with respect to the relationship of the 
Alabama mines with those in western Kentucky and southern 
Illinois, and on the question of fourth section relief at Mis- 
sissippi River points and some interior junction points. He 
said the most important of these prior cases were, coal from 
Illinois, Kentucky and Alabama, 128 I. C. C. 112, Alabama Mining 
Institute vs. I. C. Co., 109 I. C. C. 740, Rates on Bituminous Coal, 
36 I. C. C. 401, 39 I. C. C. 378, and Coal and Coke Rates in the 
Southeast, 35 I. C. C. 187. 

There were, said Williams, perhaps few rate structures that 
were more complicated than the one under consideration. East- 
and-west and north-and-south lines, he said, formed a checker- 
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board pattern and an attempt to iron out inconsistencies therein, 
giving due regard to the geographical location of the producers, 
as well as the consumers of coal, as far as possible, together 
with the pertinent provisions of the interstate commerce act, 
presented a difficult problem. The examiner said that while the 
rates to only a few of the points in Mississippi were under 
attack, the adjustment in this territory was so related that a 
change in the rates assailed would affect the rate to many other 
destinations. Therefore, he said, the subject should receive 
comprehensive treatment. He said that fourth section applica- 
tion No. 601, involving coal from southern Illinois, western 
Kentucky, Alabama and Tennessee to the Mississippi Valley, 
should be considered by the Commission at the same time the 
rates here assailed were considered. Williams treated each 
complaint separately, but brought all his recommendations to- 
gether at the end of the report. The examiner said the evidence 
was meager with respect to the general location of the Alabama 
mines on the L. & N. It appeared, however, he said, that most 
of the mines were situated on the same general location as 
groups 1, 2, 3 and 5 on the Southern railway on the St. Louis-San 
Francisco. The findings recommended by him, he said, should 
be understood as including all mines on the L. & N. from which 
the rates were assailed, located, generally speaking, within the 
groups from which he recommended the rates set forth in this 
report. S 

Williams said the Commission should find that the rates 
assailed from the Alabama field to Jackson, Newton, Laurel 
and Hattiesburg were and for the future would be unreasonable 
to the extent they exceeded or might exceed, from mines in 
Southern group 2, $2.15, $1.85, $1.95, and $2.15, a net ton, re- 
spectively, from mines in Southern groups 1, 3 and 5, Mobile 
& Ohio groups 1 and 2 and Frisco group 1, $2.20. $1.90, $2 and 
$2.20, respectively; and from mines in Southern groups 4, 11, 12 
and 13, and Frisco groups 2 and 4, $2.25, $1.95, $2.05 and $2.25, 
respectively; and that the rates from Illinois Central group 5 
(Brilliant) were and for the future would be unreasonable to the 
extent they might exceed $2.25 to Jackson and $1.95 to Newton. 

The examiner said the Commission should further find that 
the rates assailed from the Alabama mines to Columbus and 
Greenwood were, and for the future would be, unreasonable to 
the extent they exceeded or might exceed, from Southern groups 
4 and 11, Frisco group 4, Mobile & Ohio groups 1 and 2, $1.55 
and $2.05, respectively, from mines in Southern groups 3, 12 
and 13, Frisco groups 1 and 2, Illinois Central group 5 (Brilliant), 
$1.60 and $2.10, respectively; and from mines in Southern groups 
1, 2 and 5, $1.65 and $2.15, respectively. A still further recom- 
mendation was that the rates assailed from southern Illinois and 
western Kentucky mines to Jackson and Newton were and for 
the future would be unreasonable to the extent they exceeded or 
might exceed $2.55 and $2.45, respectively. 

‘Williams said the Commission should find that rates from 
eastern Kentucky and Tennessee fields to Jackson, Newton and 
Vicksburg were not unreasonable, that the rates from the same 
fields to Jackson were not unduly prejudicial or preferential, and 
that the same was true with respect to rates from the Alabama 
fields to Vicksburg and Brookhaven. 

The examiner said that reparation should be denied for the 
reasons set forth in connection with the general revision in 
Eastern Livestock Cases of 1926, 144 I. C. C. 731. Williams said 
that the facts in these cases, about the long continuance of the 
rates and the approval or prescription of rates by the Com- 
mission, were the same as in the live stock case. He pointed 
out that the proposed adjustment would result in increases to 
two points and reductions at the remaining points. He said 
that if the proposed adjustment was extended to other points in 
the valley further reductions and increases would result. 


PROPOSED REPORTS 


Bituminous Coal 
No. 23338, Fieldale Mills et al. vs. N. & W. By Examiner 
Paul R. Naefe. Dismissal proposed. Rate, bituminous coal, 
the Pocahontas, Tug River and Thacker coal districts in West 
- Virginia to Fieldale, Va., not unreasonable. 


Imported Cracklings 
No. 23526, Darling & Co. vs. S. A. L. et al. By Examiner 
C. W. Berry. Dismissal proposed. Rates, imported cracklings, 
Jacksonville, Fla., to Chicago, Ill., in connection with the S. A. L. 
as originating carrier, not unreasonable or otherwise unlawful. 


Building Terra Cotta 


No. 23074, Atlantic Terra Cotta Co. et al. vs. A. C. & Y. et 


al. By Examiner Paul A. Colvin. Rates, building terra cotta, 


Tottenville and Long Island City, N. Y., Old Bridge, Perth 
Amboy, South Amboy, Rocky Hill and Woodbridge, N. J., to 
many central territory points, unreasonable for the future, but 
not for the past, to the extent they may exceed rates on a basis 
of 32.5 per cent of the first class rates from and to the same 
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points to be established in conformity with the conclusions jp 
Eastern Class Rate Investigation, 164 I. C. C. 314, and to be 
effective at the time those rates are made operative. 
: Waste Paper 

No. 23099, Carthage Pulp & Board Co. vs. Pennsylvania 
et al., and No. 23268, Hinde & Dauch Paper Co. vs. B. & A. 
et al. By examiner John J. Crowley. Rates, waste Paper, 
Boston, Mass., New York, N. Y., Philadelphia, Pa., Babbitt, 
N. J., and points taking the same or related rates to Carthage 
and Watertown, N. Y., not unreasonable or unduly prejudicia) 
in the past but unreasonable for the future to the extent they 
may exceed sixth class rates prescribed in Eastern Class Rate 
Investigation, 164 I. C. C. 314. 

Building Lime 

No. 23281, Washington Building Lime Co. vs. B. & O. et al, 
By Examiner Roy E. McKee. Dismissal proposed. Rates, build. 
ing lime, Engle, W. Va., to Charlottesville, Hampton, Ports. 
mouth and Virginia Beach, Va., inapplicable in certain instances, 
Certain shipments found misrouted. Applicable rates over cer. 
tain routes of movement and over routes over which certain 
shipments should have moved not unreasonable. Applicable 
rate over the routes of movement to Portsmouth was $5.30 a 
net ton. Applicable rate over the route the shipment should 
have moved was $3.40 a net ton, plus $4 a car which the 
examiner said was not unreasonable. Shipments, he said, were 
undercharged. As to shipments to Virginia Beach, the examiner 
said, the rate of $3.96 applied was inapplicable over the route 
of movement; that the applicable rate over the route was $6.20; 
that these shipments were misrouted by the B. & O.; and that 
thé applicable rate over the route the shipments should have 
moved was $3.96 which, he said, should be found not unreason- 
able. No damage, the examiner said, resulted from that mis. 
routing. 

Galvanized Iron Blow Pipe 

No. 23371, Endicott Johnson Corporation vs. D. L. & W. et 
al. By examiner C. Garofalo. Dismissal proposed. Rate, gal- 
vanized iron blow pipe (with fittings), side seams closed, 
Camden, N. J., to Johnson City, N. Y., applicable. 


Cattle 


No. 23454, W. C. Kenyon & Sons et al. vs. C. & N. W. et al. 
By Examiner L. J. P. Fichthorn. Rates, cattle, Clintonville, 
Kewaskum, Plymouth and Manitowoc, Wis., to Spaulding, Ill, 
inapplicable. Applicable rates to Spaulding were 24.5 cents from 
Clintonville, 15.5 cents from Kewaskum, 18.5 cents from 
Plymouth and 24.5 cents from Manitowoc. Reparation proposed. 


Titanium Tetrachloride 


No. 23232, Titantium Alloy Manufacturing Co. vs. New York 
Central et al. By Examiner John Davey. Rates and rating, 
titanium tetrachloride, iron drums, carloads, Niagara Falls, N. Y., 
to Edgewood, Md., and Portsmouth, Va., unreasonable to the 
extent they exceeded fourth class rating and contemporaneous 
rate. Reparation proposed. 


Coal 


No. 23141, Southern Cotton Oil Co. vs..C. R. I. & P. et al. 
By Examiner C. Garofalo. Dismissal proposed. Rates, coal, 
points in Alabama to Newport, Ark., not unreasonable. 


Vitrified Clay Sewer Pipe: 


No. 23492, Blackmer & Post Pipe Co. et al. vs. Missouri 
Pacific et al. By Examiner Harris Fleming. Rates, vitrified 
clay sewer pipe, St. Louis, Mo., and Cannelton, Ind., to Raleigh, 
N. C., not unreasonable, but the rate from Cannelton to Raleigh, 
unduly prejudicial to the complainants and unduly preferential 
of their competitors to the extent that the relationship between 
the rate from Cannelton and the rates from the competing 
points of Chattanooga and Knoxville, Tenn., Birmingham, Ala., 
Macon, Ga., and Columbia, S. C., to destinations in southeastern 
and Mississippi valley territory, was and for the future would 
be less favorable to Cannelton than the relationship which 
would exist if rates made 17.5 per cent of the corresponding 
first class rates were maintained from Cannelton and from the 
competing points to destinations in the described territory. 
New rates recommended. Examiner says reparation should be 
denied. 

Gasoline 


No. 23651, Kansas Home Oil Co. vs. Midland Valley et al. 
By Examiner Carl A. Schlager. Rate, one carload gasoline, 
Tulsa, Okla., to Trousdale, Kan., inapplicable. Applicable rate, 
43 cents, not unreasonable. Reparation proposed. 


Petroleum Liquid Asphalt 


No. 23064, Gibbons & Reed Co. vs. A. T. & S. F. et al., and 
a sub-number, Strange-Maguire Paving Co. et al. vs. Same. By 
Examiner Paul R. Naefe. Dismissal proposed. Rates, petro- 
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jeum liquid asphalt, Richmond and El Segundo, Calif., to Shel- 
ley and Batise Springs, Ida., not unreasonable. 


Lumber 


No. 23359, Sunset Lumber & Hardware Co. et al. vs. Camas 
prairie et al. By Examiner Harold M. Brown. Rates, lumber 
and related articles, points in Oregon, Washington, Idaho and 
Mortana, to Shoshoni, Riverton, and Lander, Wyo., not unrea- 
sonable but unduly prejudicial by reason of the failure of the 
defendants to extend to the three destinations mentioned the 
planket rates maintained to more distant points in the blanket 
territory on their main and branch lines or on their inde- 
pendent connecting lines. Order for the future recommended. 


Cast Iron Gas Meters 


No. 23367, North Alabama Utilities Co. vs. N. Y. N. H. & 
H. et al. By Examiner W. T. Croft. Carload rating and result- 
ant rates, cast iron gas meters other than wet drum station 
type, carloads, Bridgeport, Conn., to Sheffield, Ala., unreason- 
able to the extent they exceeded fourth class rating and rates 
in carloads in the past. Reparation proposed. Present carload 
rating of fourth class and less than carload rating of first class 
and the resultant rates not unreasonable. 


Cotton Warp 


No. 23453, Boger & Crawford vs. S. A. L. et al. By Ex- 
aminer C. Garofalo. Dismissal proposed. Rate, cotton warp, 
carloads, Lincolnton, N. C., to Philadelphia, Pa., not unrea- 
sonable. 

Liquid Asphalt 


No. 23278, R. B. Tyler Co., Inc., vs. Louisiana Southern et 
al. By Examiner William A. Maidens. Dismissal proposed. 
Rates, liquid asphalt, tank cars, Mereaux, La., to Richmond, 
Berea, Lancaster, Stanford, and London, Ky., and Knoxville, 
Tenn., not unreasonable or otherwise unlawful. 


Bituminous Coal 


No. 23578, C. M. Ducker & Sons vs. Missouri Pacific et al. 
By Examiner Paul Coyle. Rate, bituminous coal, points in Ken- 
tucky to Poplar Bluff, unreasonable to the extent it exceeded 
from Wheatcroft, Beaver Dam, Nelson, McHenry, Uniontown, 
Brownville, and McDonald, Ky., to Poplar Bluff, $2.24 a net ton. 
Reparation proposed. 
Animal Manure 


No. 23035, American Sumatra Tobacco Corporation vs. L. & 
N. et al., and two sub-numbers. Same vs. Same, and Same vs. 
Same. By Examiner L. H. Dishman. Rate, animal manure, New 
Orleans, La., to Faceville, Ga., unreasonable to the extent it 
exceeded a combination of $3.31 based on River Junction, Fla., 
based on a minimum of 60,000 pounds to River Junction and 
24,000 pounds beyond. Two sub-numbers dismissed, rates, New 
Orleans, La., to destinations in Florida, not unreasonable. 


Lime 


No. 23180, Washington Building Lime Co. vs. Arcade & 
Attica et al. By Examiner Frank C. Weems. Dismissal pro- 
posed. Rates, lime, Engle, W. Va., to destinations in trunk- 
— territory and in eastern Ohio, not unreasonable or otherwise 
unlawful. 


COKE ADJUSTMENT HEARING 
The Trafic World Washington Bureau 


Hearings were begun, November 24, on the coke rate ad- 
justment between points in central and Illinois territories; be- 
tween central and western trunk line territories; from southern 
territory to central territory, and from southern territory to 
western trunk line territory. So many appeared at the initial 
session that the hearing had to be taken from the Commission’s 
hearing room to one in the Transportation building. Examiner 
Simons presided for the federal Commission. Sitting with him 
were representatives of state regulatory bodies as follows: 
J. W. Herrold, superintendent of the rate department of the 
Ohio commission; John J. Farley, hearing deputy of the New 
York Public Service Commission; F. M. Wintermuth, represent- 
ing R. M. Dunn, a member of the Michigan commission; and 
0. R. Livinghouse, an examiner for the Indiana commission. 

The question of rates from, to and between the territories 
mentioned was brought to a quick issue by the proposal of the 
carriers to make a revision of their rates in central and Illinois 
territories. The schedules proposing that revision were sus- 
pended in I. and S. No. 3511, coke between points in central 
freight and Illinois territories. Joined with that suspension 
proceeding were No. 23375, Central Alloy Steel Corporation et 
al. vs. A. C. & Y. et al.; No. 23178, Ashland By-Products Coke 
Co. vs. A. T. & S. F. et al.; No. 23888, Same vs. A. C. & Y. et al.; 
No. 22052, Alabama By-Products Corporation vs. L. & N. et al.; 
No. 23160 (Sub. No. 1), Metropolitan Utilities District of Omaha, 
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Neb., vs. Illinois Central et al., and No. 23375 (Sub. No. 1), Dia- 
mond Alkali Co. vs. Akron & Barberton Belt et al. 

In accordance with a program which called for testimony 
on the various phases of the case in the order mentioned in 
the initial paragraph, J. C. Venning, special agent of the Penn- 
sylvania, was presented as a general witness in the suspension 
proceedings. In his history recitals, beginning with the estab- 
lishment of rates from the Connellsville, Pa., bee-hive oven dis- 
trict in about 1880, Mr. Venning indicated that the general de- 
fense of the railroads of the proposed rates, many of them in- 
creases which shippers called big, would be that rates on coke 
from the by-products oven which had superseded the bee-hive 
ovens to a great extent, were made on the basis of gas-house 
coke. Gas-house coke, Mr. Venning said, was a product which 
could not be used in metallurgical operations. It had to be sold. 
he said, in competition with coal for domestic and small indus- 
trial plant use. Therefore, he said, the rates made on it were 
low. 

As by-product ovens, started at Syracuse, N. Y., in 1892, 
came into existence, the low gas-house coke rates were given to 
their product, because, among other things, the by-product ovens 
were often located at points where there was gas house coke 
production. The result, he said, was that the railroads found 
themselves hauling metallurgical coke, also called blast furnace 
or foundry coke, at the low rates. Gas-house coke, Mr. Venning 
said, did not compete with the coke from Connellsville product, 
but by-product oven coke, he said, competed and still competes 
with the bee-hive product, regardless of whether made primarily 
in steel plants, which used the gas or in plants erected to 
supply gas to cities and industries. 

“Central freight association territory coke rates,” said the 
witness, “are based on the low rates made to move gas-house 
coke for domestic use. The production of gas-house coke is 
about 2,000,000 tons annually. It is no greater than it was 
thirty years ago. They were not made to compete with the 
rates on the Connellsville coke. ‘The latter were and still are 
on a higher basis.” 

The witness presented much statistical evidence to show the 
complete switch that had taken place between 1892, the year the 
first by-product ovens were installed, and 1929, when the by- 
product plants made the overwhelming bulk of metallurgical 
coke. 

The definite proposal of the carriers for dealing with the 
whole subject was presented by Roy S. Kern, chairman of the 
central freight association lines defense committee. It was to 
make rates, except where local conditions required other treat- 
ment, in accordance with a distance scale to cover hauls not in 
excess of 750 miles in central freight association and Illinois 
territories. The scale was based upon the one prescribed by 
the Commission in the Seaboard By-Products Coke Co. case. 
But its rate of progression differs from that. It was made with 
a view to having it apply to distances in accordance with the 
distances used in applying the Disque class rate scale. But on 
account of the Commission’s having ditched the Disque dis- 
tances, by its decision in the Eastern Class Rate Investigation, 
the scale had to be modified to fit the rule for calculating dis- 
tances over the shortest routes, not embracing the lines of more 
than three carriers, by way of junctions for the interchange of 
freight without transfer of lading. 


The scale is not to be used in making rates for distances 
less than thirty miles. That limitation is put upon it on account 
of conditions in short-haul territory, that is, in and around the 
steel producing districts along the Buffalo-Pittsburgh line. There 
are also limitations on its use in parts of Illinois territory. The 
rate of progression, Mr. Kern said, was that used in the Hoch- 
Smith iron and steel and the Eastern Class Rate Investigation 
cases. There are also to be origin and destination groups, so 
that the scale will be applicable only with many limitations. 
The minimum short-haul rate is to be 63 cents a net ton. 

The scale begins with a rate of 101 cents a net ton for ten 
miles and less. It progresses in ten-mile blocks up to 120 miles 
at which distance the rate is 214 cents. Then it carries a five- 
mile block with a rate of 227 cents for 125 miles. That rate is 
carried, in ten-mile blocks, up to 140 miles. At 200 miles the 
rate becomes 265 cents; at 300 miles, 315 cents; at 400 miles, 
365 cents; at 500 miles, 403 cents; at 600 miles, 428 cents; at 
700 miles, 454 cents, and at 750 miles, 467 cents. 

After Mr. Kern had completed his description of the pro- 
posal made by the railroads for the settlement of all coke rate 
questions in the affected territories, shippers began putting 
forth their proposals for adjustments that would meet what 
they deemed their requirements. R. J. Eldridge, assistant traffic 
manager of the Republic Steel Co., Youngstown, O., spoke for 
the interests of that company in northeastern Ohio., E. E. Wil- 
liamson presented proposals in behalf of the Semet Solvay Co., 
Detroit, Mich., and the Ashland By-Products Co., Ashland, Ky., 
with particular reference to the adjustment at Harriet, N. Y., 
and Ashland. 
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WESTERN DIVISIONS CASE 


The Supreme Court of the United States, November 24, in 
an opinion by Mr. Justice Butler, affirmed the decrees of the 
federal court for the western district of Missouri, in No. 44, 
Beaumont, Sour Lake & Western Railway Company et al., 
appellants, vs. United States and Interstate Commerce Cqm- 
mission, and No. 45, United States of America and Interstate 
Commerce Commission, appellants, vs. Beaumont, Sour Lake & 
Western Railway Company et al. 

The effect of the decision is to uphold the Commission’s 
decision prescribing divisions of joint rates applicable to certain 
traffic between points in southwestern territory and points in 
western trunk line territory or via western lines to and from 
points in eastern territory. 

Appellants in No. 44, carriers in southwestern territory, 
brought the suit to annul and set aside the Commission’s order. 
The Commission and certain western trunk line carriers inter- 
vened. The case was tried before a court of three judges. It 
sustained the order and dismissed the petition. The south- 
western lines appealed. The court stayed the enforcement of 
the prescribed divisions until determination in the highest court. 
The United States and the Commission appealed from that 
order, in No. 45. 

The southwestern lines sought rehearing before the Com- 
mission, but this was denied. But the Commission, continued 
Justice Butler, made an additional report, 156 I. C. C. 94, and 
modified its findings in certain particulars. The original report 
was in 148 I. C. C. 457. 

“Divisions made on the bases prescribed,” said Justice 
Butler, “while decreasing the western trunk lines’ shares on 
some shipments, will increase them on many more, and it is 
estimated that the order will operate to give those lines about 
$3,000,000 annually, cver and above what would be yielded to 
them under existing divisions. This is much less than one per 
cent of the total freight operating revenues of the southwestern 
carriers. 


“The appellants contend that the act requires the Com- 
mission to determine the divisions of each carrier upon a con- 
sideration of its own rights and needs, and does not authorize 
the Commission to base its order upon group conditions or upon 
average conditions in the group.” 

Justice Butler then took up section 15 (6) of the interstate 
commerce act authorizing the Commission to prescribe divisions, 
and discussed the law relating to that power. 

“The evidence before the Commission,” continued the court, 
‘ig sufficient to disclose as to each carrier all the facts specified 
is section 15 (6) and to furnish an adequate and reasonable 
basis for the proper division of each of the joint rates applicable 
to the traffic here involved. The mere fact that carriers and 
divisions were dealt with on an average or group basis does not 
indicate that the Commission did not properly consider each 
carrier and rate or that it did not duly take into account the 
facts specified in section 15 (6) or that it failed to obey the 
statute in any respect. ... The reports satisfactorily show that 
the findings as to average group conditions taken as a whole 
are sustained by substantial and persuasive evidence. 

“But they do not deal with the important question whether, 
under the evidence and having regard to the wide dissimilarities 
between rates of return earned by individual carriers in each 
territory, the use of the average or group basis is justified and 
whether it will produce unreasonable divisions. . . . The Com- 
mission’s failure specifically to report the facts and give the 
reasons on which it concluded that under the circumstances the 
use of the average or group basis is justified leaves the parties 
in doubt as to a matter essential to the case and imposes un- 
necessary work upon the courts called upon to consider the 
validity of the order. Complete statements by the Commission 
showing the grounds upon which its determinations rest are 
quite as necessary as are opinions of lower courts setting forth 
the reasons on which they base their decisions in cases 
analogous to this. ... With this-criticism of the reports, we turn 
to what is shown by the record. A study of the facts that may 
be gleaned from the latter leads to the opinion that, notwith- 
standing the wide differences in rates of return between carriers 
the basis adopted will not, at least on that account, result in 
unjust and unreasonable divisions. The Commission must con- 
sider the financial condition of the carriers, but it is not re- 
quired to make that the only test. And it did not take the 
average of the rates of return as the sole or principal factor 
for making the divisions. As to each carrier, operating and 
other conditions were shown and presumably considered by the 
Commission in deciding whether average or group conditions 
might appropriately be used. It is not shown that the order will 
require any service to be rendered at less than cost. It is im- 
possible to make divisions that will yield the same rate of 
profit to each carrier or upon every commodity or shipment 
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moved by it. The average cost of service was apparently givep 
much weight. It is not suggested that the operating expenges 
of each carrier attributable to the traffic in question vary as 
does its rate of return on its business as a whole. Nor dogs 
it appear that the carriers having the highest rates of returp 
from their total business or from that in the territory in which 
they belong, move the traffic in question at comparatively low 
costs. Returns from total business of a carrier and the cost of 
handling the traffic covered by the joint rates are not dependent 
upon the same facts; the relation between them is slight anq 
remote. For aught that appears the carriers having little or 
no return on their tatal business may move the traffic in question 
at low costs and realize a satisfactory percentage of profit op 
that part of their business. 

“Other things being equal, divisions made on the mileage 
basis will be the same as those made on the basis of relative 
costs. The Commission found that existing divisions give south. 
western lines over 30 per cent more than mileage prorate and 
the order leaves them substantially more than would divisions 
on that basis. This indicates that the Commission considered 
the relatively high costs at which the southwestern lines, or 
some of’them, moved the traffic in question. The fact that 
average conditions affecting cost of transportation in the two 
groups have changed and are still growing more favorable to 
the southwestern lines tends to justify a reduction of their 
existing divisions. The greater density found in western trunk 
line territory makes for lower costs, and that is shown to have 
been taken into account. Appellants have not sustained their 
contention.” 

Justice Butler said there was no foundation in the record for 
the appellants’ claim that the Commission’s order, if enforced, 
would operate to deprive them of their property without due 
process of law in violation of the Fifth Amendment to the Con- 
stitution. The court also held against appellants’ contention 
that the eastern carriers should have been before the Commis- 
sion. As to the cross appeal of the government with respect to 
staying of the order, the court held that the stay was granted 
on appellants’ giving bond for $3,000,000 for the protection of 
the carriers to whom the order required payments of the higher 
divisions and that it was clear that the lower court did not 
abuse its discretion in granting the stay. 


UNDERCHARGE SUIT LOST BY C. I. & L. 


A petition for a writ of certiorari to the Circuit Court of 
Appeals for the eighth circuit in No. 497, Chicago, Indianapolis 
& Louisville Railway Company, petitioner, vs. International Mill- 
ing Company, was denied by the Supreme Court of the United 
States, November 24. The carrier sued to recover alleged under- 
charges in the amount of the difference in charges calculated at 
10 cents and 17 cents a hundred pounds on grain products, 
Chicago to Louisville, between November 28 and December 8, 
1925, which shipments originated northwest of Chicago. The 
district court held that 10 cents was the lawful rate and this 
was upheld by the Circuit Court of Appeals. 


COTTON BELT TAX CASE 


On jurisdictional grounds the Supreme Court of the United 
States, November 24, in No. 6, William J. Stratton, Secretary 
of State of Illinois, appellant, vs. St. Louis Southwestern Rail- 
way Company, in an opinion by Chief Justice Hughes, reversed 
the decree of the United States Circuit Court of Appeals for the 
seventh circuit and remanded the cause to that court with 
directions to dismiss the appeal to that court for want of 
jurisdiction. 

The suit was brought July 21, 1927, by the St. Louis South- 
western to restrain the enforcement of a statute of the state 
of Illinois providing for the payment of a minimum franchise 
tax, upon the ground that the statute, as applied to the com- 
plainant, violated the commerce clause, and the due process 
and equal protection clauses, of the federal Constitution. 

A temporary restraining order was issued by District Judge 
FitzHenry. While this order was in effect the defendant moved 
to dismiss the bill for want of equity. Judge FitzHenry, sitting 
alone, dismissed the bill and dissolved the restraining order. 
The Circuit Court of Appeals held the state law imposing the 
tax invalid, reversed the decree and remanded the cause with 
directions to enter a decree in accordance with the views ex- 
pressed in its opinion. A petition for a rehearing was denied, 
and from the decree of the Circuit Court of Appeals the present 
appeal was taken. 


The highest court held that Judge FitzHenry should have 


convened a three-judge court to hear the motion to dismiss the 


bill on its merits. The court indicated that it expected the 
district judge to proceed with the case as required under the 
law and call to his assistance two other judges. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Oklahoma.) Common carrier is qualified 
insurer of goods shipped; loss or injury to goods in carrier’s 
possession creates prima facie case against carrier; burden is 
on carrier to show that loss of shipment occurred from cause 
exempting it from liability St. Louis-San Francisco Ry. Co. vs. 
Bengal Lumber Co., 292 Pac. Rep. 52. 





(Court of Appeal of Louisiana, First Circuit.) Objections 
which, although noted, were not ruled on, presented nothing for 
review.—Pohlman vs. Yazoo & M. V. R. Co., 130 So. Rep. 263. 

Acceptance of delivery of sweet potatoes could not be forced 
on consignee: during sub-zero weather; carrier’s duty being to 
protect shipment until delivery could be made without freezing. 
—Ibid. 

Evidence held to show that damage to sweet potatoes was 
due to freezing, followed by overheating; while in connecting 
carrier’s possession, justifying recovery against initial carrier 
(interstate commerce act, sec. 20, par. 11, as amended (49 
USCA, sec. 20, par. 11)).—Ibid. 





(Supreme Court of Arkansas.) Where witness is party to 
suit and thereby interested in result, his testimony cannot be 
said to be “undisputed,” and case must be submitted to jury.— 
Zorub vs. Missouri Pac. R. Co., 31 S. W. Rep. (2d) 421. 

In action by shipper against railroad for loss of rugs, where 
plaintiff was only person who testified that rugs were packed in 
box, held, question was properly submitted to jury. 

There were several disinterested witnesses who testified 
that the box was taken from plaintiff’s store to the railroad in 
good condition and that it was delivered by the railroad in a 
condition which indicated that it had been tampered with. How- 
ever, plaintiff was the only witness who testified that the five 
rugs claimed to have been lost had been packed in the box. His 
testimony was uncontradicted in that respect.—Ibid. 

Where shipper’s witnesses testified that box was delivered 
in good condition to railroad, and railroad’s witnesses unequivo- 
cally testified that boxes were not tampered with while in rail- 
road’s possession, held, testimony for shipper was not “uncon- 
tradicted.”—Ibid. 

Jury is judge of credibility of witnesses and might believe 
such testimony as it thinks is true and reject part which it 
thinks is false.—Ibid. 

Where requested instruction was fully covered by other in- 
struction, error in refusing instruction, if any, held cured.—Ibid. 

Where testimony of witnesses for delivering carrier was 
that shipment was not tampered with on its line, held, jury could 
find that loss occurred on line of initial carrier.—Ibid. 

Where trial court finds that verdict is against preponderance 
of evidence, new trial must be granted.—Ibid. 

Court’s remarks in conversation with attorney that he was 
surprised at jury’s verdict held not finding that verdict was 
against preponderance of evidence. 

When a motion for new trial was presented, the court stated 
that he thought that plaintiff was entitled to recover something 
and that he was surprised at the verdict of the jury. From an- 
other conversation several days later it appeared that the court 
had no intention of finding that the evidence preponderated 
against the verdict.—Ibid. 

To show error in overruling motion for new trial, trial court 
must have made finding that verdict was against weight of 
evidence.—Ibid. 

Mere declaration that court would have found differently is 
not finding that verdict is against weight of evidence. 

The court must not only differ with the jury in its conclu- 
sion upon the facts, but must find that the verdict is against 
— of the evidence, before the verdict could be set aside. 
—Ibid. 

Court should not permit counsel to browbeat or intimidate 
witness or ask questions that are impertinent, insulting, or have 
ho reasonable bearing upon issue.—Ibid. 

Much discretion is vested in trial court in regulating scope 
of cross-examination.—Ibid. 

For purpose of testing credibility, questions, in good faith, 
relating to moral delinquencies of witness or kindred matters, 
are proper.—Ibid. 
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In action for lost shipment, cross-examining plaintiff about 
claim against an express company held proper. 

The action was against a railroad for goods allegedly lost 
in transit. Plaintiff was asked whether he had not had a claim 
against an express company for a case of imported nuts which 
turned out to be a case of Scotch whisky. Plaintiff was per- 
mitted to explain.—Ibid. 

Permitting cross-examination as to alleged contradictory 
statements held proper.—Ibid. 

Where questions on cross-examination were excluded and 
no answer made, held, party offering witness was not prejudiced. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Oregon.) Appellate court will not con- 
sider admissibility of evidence, where general objection to ques- 
tion was made after answer; there being no motion to strike.— 
Carstens Packing Co. vs. Southern Pac. Co|, 292 Pac. Rep. 89. 

Refusing mistrial because of counsel’s remarks, made in 
good faith after court sustained general objection of opposing 
counsel, held not error. 

The action was against the initial carrier for damages by 
reason of the allegedly negligent transportation of live stock 
shipment. Plaintiff's manager was asked apparently in good 
faith, whether plaintiff’s claim for another shipment, not in- 
volved in the case, was paid by the connecting and terminal 
carrier. General objection was sustained, and the trial court 
instructed the jury not to consider such evidence.—Ibid. 

Instruction that carrier was not responsible for keeping cat- 
tle in corrals, if shipper ordered cars for later time, held prop- 
erly refused as disregarding alleged modifying order.—Ibid. 

Shipper’g caretaker has no express or implied authority to 
speak for shipper in requesting where live stock cars should be 
placed in train. 

It was caretaker’s duty, under “Uniform Live Stock Con- 
tract,” to “take care of, feed, and water the live stock while 
being transported.”—Ibid. 

Carrier placing live stock cars at end of “dead freight” 
train, though at caretaker’s request, held bound to exercise care 
commensurate with increased hazard.—Ibid. 

Refused instruction that shipper assumed risk of injuries 
to cattle resulting from ordinary jars held covered by other 
instruction. 

The court instructed the jury that carrier was not an in- 
surer, and was liable only for failure to exercise degree of care 
ordinary prudent person engaged in railway business would 
exercise in carrying on the work.—Ibid. 

Contributory negligence must be affirmatively pleaded.—Ibid. 

Measure of damages for negligent interstate transportation 
of live stock was difference in market value in condition in 
which it arrived and condition it would have arrived in but for 
carrier’s negligence, though cattle were shipped for immediate 
slaughter (49 USCA, sec. 20, subd. 11).—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. Minnesota, Fifth Division.) In absence 
of diversity of ctizenship, federal court is without jurisdiction, 
unless dispute arises under Constitution or laws of United 
States (Jud. Code, sec. 24 (28 USCA, sec. 41)).—Madden Bros., 
Inc., vs. Railroad and Warehouse Commission of Minnesota et 
al., 438 Fed. Rep. (2d) 236. 

Bill to enjoin state railroad commission from requiring 
transportation company to secure certificate of public conven- 
ience under state statute held not within federal court’s juris- 
diction (Jud. Code, sec. 24 (28 USCA, sec. 41); Laws Minn. 1925, 
c. 185). 

Bill alleged that plaintiff engaged in transporting automo- 
biles under private contract was informed by state Railroad and 
Warehouse Commission that it would not be necessary to secure 
certificate of public convenience and necessity under Laws 
Minn. 1925, c. 185; that plaintiff thereafter built up large and 
profitable business in transportation of automobiles, and has 
never held itself out as common carrier, but that commission 
in subsequent proceeding declared plaintiff was common carrier 
and required to secure certificate of public convenience and 
necessity; that order of commission will confiscate plaintiff’s 
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property and deprive it of property without due process of law 
in violation of state and federal constitutions and sought to 
restrain Warehouse Commission from attempting to enforce its 
order.—Ibid. 

Constitutional prohibition against state denying due process 
is directed against passage of laws, not misconstruction of ws 
(Const. Amend. 14).—Ibid. 

Questions involving misconstruction of state laws are for 
state courts in first instance and can only reach federal courts 
by certiorari to state courts.—Ibid. 

Minnesota Railroad Commission need not order person to 
cease and desist violating statute before beginning prosecution 
for operating transportation company without certificate (Laws 
Minn, 1925, c. 185).—Ibid. 

Order directing carrier to cease operations until securing 
certificate of public convenience exceeded powers of Railroad 
Commission (Laws Minn, 1925, c. 185). 

Railroad and warehouse Commission of Minnesota made 
order declaring company transporting automobiles to be com- 
mon carrier engaged in transportation of automobiles by auto- 
mobile truck and subject to provisions of Laws Minn. 1925, 
c. 185, and directed company to desist from further carrying on 
business or transporting automobiles until it has secured cer- 
tificate of public convenience and necessity from the commission. 
—Ibid. 

Neither assumption of jurisdiction by Railroad Commission, 
nor finding that carrier was common carrier can operate as res 
judicata of carrier’s claim of immunity from requirement of 
certificate of public convenience (Laws Minn. 1925, c. 185).—Ibid. 

Railroad Commission in determining whether carrier was 
entitled to certificate of public convenience exercejsed adminis- 
trative function.—Ibid. 

State prosecuting auto company for operating without cer- 
tificate of public convenience must show company is an auto 
transportation company and not within exceptions to act (Laws 
Minn. 1925, c. 185).—Ibid. 

Requirement of certificate of public convenience and threat- 
ened prosecutions would not deprive carrier of property or inter- 
fere with interstate commerce within federal court’s jurisdiction 
(Laws Minn. 1925, c. 185).—Ibid. 

Carrier should seek relief in state court if Railroad Com- 
mission erroneously required certificate of public convenience. 
—Ibid. 





(Circuit Court of Appeals, Eighth Circuit.) Rates estab- 
lished by tariff filed with Interstate Commerce Commission and 
published according to law are legal rates.—Chicago, I. & L. Ry. 
Co. vs. International Milling Co., 43 Fed. Rep. (2d) 93. 

Not all rules of Interstate Commerce Commission have effect 
of statute.—Ibid. 

In determining force of rule adopted by Interstate Com- 
merce Commission, court must consider authority granted by 
Congress and purpose of rule, whether relating to form or sub- 
stance.—Ibid. 

Failure of tariff filed with Interstate Commerce Commission 
to state, as required by rule of Commission that previous rate 
was canceled, held not to render ineffective reduced rate under 
new tariff (49 USCA, sec. 6, par. 3). 

The shipper paid a 10-cent rate on transportation of grain 
in accordance with the tariff then on file with the Interstate 
Commerce Commission. The carrier sued to recover the dif- 
ference between this rate and the 17-cent rate in effect under 
a previous tariff, on ground that the later tariff, through failure 
to comply with rule of Commission, was ineffective. 49 USCA, 
sec. 6, par. 3, provides for change in rates filed by common car- 
rier upon 30 days’ notice to Commission and public, and that 
the proposed changes shall be shown by printing new schedules. 
No objection was made to form of new tariff when filed, and 
there was no claim that the tariff was not filed and published 
as provided by law, and the failure to follow the Commission’s 
rule was entirely the failure of the carrier.—Ibid. 





(District Court, M. D. Pennsylvania.) Ordinarily “motiéns 
to quash indictments” are based upon matters suggested by the 
record, whereas “pleas in abatement” are founded upon allega- 
tions of fact de hors the record.—United States vs. Lehigh Val- 
ley R. Co. et al., 48 Fed. Rep. (2d) 135. 

Pleas in abatement to indicement must be pleaded with 
exactness, certainty, accuracy, and completeness.—Ibid. 

Pleas in abatement to indictments must set forth facts, and 
not evidence of facts or conclusions of law.—Ibid. 

In considering plea in abatement, every inference must be 
against pleader.—lIbid. 

Paragraph of plea in abatement that witnesses were sub- 
peenaed, with records, but were not permitted before grand jury, 
held insufficient, where there was no allegation that there was 
no other competent evidence before grand jury. 

The paragraph of the plea in abatement to the indictment 
was, in substance, that witnesses were subpcenaed with records 
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but were not permitted to go before grand jury; the recorg, 
being taken by certain witness who used them before the grang 
jury without proper proof of records.—lIbid. 

Where plea in abatement did not allege how or that ug 
of records before grand jury prejudice defendant, court will no; 
supply omissions.—Ibid. 

Irregularities by witnesses before grand jury, unless Clearly 
to prejudice of defendant, are not cause for quashing indictment, 
—Ibid 

Where offense charged was that railroads unlawfully granteg 
concessions, plea in abatement alleging transportation was of 
essence of offense charged, and that there was no competent 
evidence of transportation before grand jury, held insufficient 
(Elkins act (49 USCA, sec. 41)). 

Elkins act (49 USCA, sec. 41) provides that it shall be 
unlawful for any person or corporation to offer, grant, give 
etc., rebates, concessions, or discriminations in respect to trans. 
portation in interstate commerce.—Ibid. 

Paragraph of plea in abatement stating there could have 
been no competent vidence before grand jury justifying indict. 
ment did not meet requirements of plea in abatement (Elkins 
act (49 USCA, sec. 41)). 

The defendant was charged with violating the Elkins act 
(49 USCA, sec. 41), and it was stated in plea that defendant 
was required to receive traffic sealed and deliver it to connecting 
lines, but it did not aver that the law was complied with ip 
this respect. The contents of car might have been determined 
from competent evidence, presented to grand jury, and there 
was no averment that such competent evidence was not pre. 
sented to grand jury.—Ibid. 

Plea in abatement based upon information and belief is not 
sufficient.—Ibid. 

Courts are not inclined to seriously consider technical ob. 
jections to indictments.—Ibid. 

Reasonable implications from facts clearly charged will be 
indulged in ascertaining true meaning of indictment.—Ibid. 

Indictment charging violation of Elkins act by granting 
concessions in transporting goods held sufficient (Elkins act 
(49 USCA, sec. 41)). 

The indictment showed that certain railroad companies 
transported property; that on March 7, 1928, at Philadelphia, 
Pa., goods were delivered for transportation, and that on March 
13, 1928, at Grand Rapids shipper received concession, that 
articles shipped were 1,000 bags of whiting weighing 111,400 
pounds loaded in car bearing certain initials and number; that 
filed and published rates for whiting was 33 cents for 100 
pounds; that goods were transported at rate of 26 cents per 
100 pounds; and that amount of concession was $77.98.—Ibid. 

Indictment charging violation of Elkins act held not defec- 
tive for failure to charge defendant with felonious intent (Elkins 
act (49 USCA, sec. 41)).—Ibid. 

Indictment charging violation of Elkins act held not void 
because it charged felony as to individual named and misde- 
meanor as to codefendant railroad company, notwithstanding 
difference in number of challenges allowed for felonies and 
misdemeanors (Jud. Code, sec. 287 (28 USCA, sec. 424)). 

Judicial Code, sec. 287 (28 USCA, sec. 424), provides in 
substance that on trial of felony defendant is entitled to ten 
and the United States to six peremptory challenges and in all 
other cases each party is entitled to three peremptory chal- 
lenges.—Ibid. 

One who aids and abets may be charged either as principal 
or as an aider and abettor (18 USCA, sec. 550).—Ibid. 

Indictment under Elkins act against railroad companies and 
freight agent held not invalid because charging agent with aid- 
ing and abetting railroad, since by statute aiders and abettors 
are made principals (Elkins act (49 USCA, sec. 41); 18 USCA, 
sec. 550).—Ibid. 

Violation of Elkins act is continuing crime committed 
equally and at all times during transportation, whether at begin- 
ning, at end, or in middle of journey (Elkins act (49 USCA, 
sec. 41)).—Ibid. 

Indictment charging violation of Elkins act held to bring 
freight agent within all allegations made with reference to rail- 
road company as far as time and place of offense were con- 
cerned. 

The railroad company was charged with commission of 
offense in Middle District of Pennsylvania, and it was charged 
that freight agent defendant “then and there unlawfully did 
knowingly aid and abet said R. Company, the said offense in 
manner and form aforesaid to do and commit.’—Ibid. 


PRIVATE CAR LITIGATION 
Probable jurisdiction was noted by the Supreme Court of 
the United States, November 24, in No. 517, Kansas City South- 
ern Railway Company et al. vs. United States et al., in which 
the Commission’s orders with respect to private cars of carriers 
are in issue. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





(District Court, S. D. New York.) Notice of claim for dam- 
age to cargo, given by telephone and in person within time 
required by bill of lading, held sufficient. 

Bill of lading provided that notice of any claim arising 
thereunder must be given by consignee to steamer’s agent at 
port of destination, within 48 hours after landing of, or failure 
to deliver goods.—The Vallescura, 43 Fed. Rep. (2d) 247. 

Bill of lading acknowledging shipment in apparent good 
order imported admission that cargo when shipped was, so far 
as visible, in good order.—lIbid. 

Onus on shipowner sued for damage to cargo is met by 
proof that damage did not arise during shipment or was excepted 
under bill of lading. 

Bill of lading relieved shipowner from liability for damage 
resulting from stowage, sweating, decay, effect of climate or 
heat of hold, deterioration in quality, defects, etc.—Ibid. 

Injury to onions by decay prima facie relieved shipowner 
from liability under bill of lading, requiring shipper to prove 
carrier’s negligence.—Ibid. 

Steamship held negligent and liable for decay of onions de- 
prived of all ventilation during nighttime, regardless of weather. 
—Ibid. 





(District Court, E. D. New York.) Admission by carrier in 
bill of lading reciting that onions were received in apparent 
good order applies to visible aspect of subject-matter.—The 
Caterina Gerolimich, Navigazione General Italiana vs. L. Hirsh- 
berg & Co., Inc., 43 Fed. Rep. (2d) 248. 

Word “cooked,” used in referring to decayed onions shipped, 
means heated to cooking point by exterior forces.—Ibid. 

Damage to onions held shown to have been caused by infec- 
tion with bacteria, causing decay, not by negligent stowage, 
relieving steamship from liability therefor. 

Bill of lading relieved steamship of liability for damage or 
deterioration in onions from putrefaction, sweat, change of 
character, etc., but did not exempt shipowner from liability for 
damage by bad stowage, improper dunnage, or absence of cus- 
tomary ventilation.—Ibid. 

Deviation of steamship for six hours in voyage from Egypt 
to New York, with cargo of Spanish onions, did not require con- 
sideration in determining damage to onions.—lIbid. 

Steamship not responsible for damage to onions held en- 
titled to compensation for expense in disposing of bags con- 
demned.—Ibid. 





(District Court, E. D. New York.) Libelants had burden of 
proving negligence injuring cargo, where damage resulted from 
heat, decay, putrefaction, and sweat, within bill of lading re- 
lieving owner from liability therefor—The Hog Island, 43 Fed. 
Rep. (2d) 243. 

Two ventilators to compartment on steel steamer having 
five holds held sufficient for carriage of perishable cargo.—Ibid. 

Evidence showed steamship was seaworthy and that cargo 
of chestnuts was properly stowed, relieving steamship from lia- 
vility for damage to chestnuts from heat and sweat.—lIbid. 

Damage to chestnuts by heating held caused by attack of 
—_ or other organism, relieving steamship of liability there- 
or.—Ibid. 





(District Court, S. D. New York.) Bill of lading relieving 
shipowner from liability for loss by “sweat” related to sweat 
1? cargo and from ship.—The La Drome, 43 Fed. Rep. (2d) 

Opening of hatches to ventilate cargo held almost wholly 
within discretion of master of vessel.—Ibid. 

Two ventilators for each hold on ship having four cargo 
holds and four between-deck cargo compartments, held sufficient 
for ventilating cargo space.—Ibid. 

When ship shows damage by sweat excepted in bill of 
lading as ground of liability, libelant must show affirmatively 
that damage could have been avoided by reasonable care in 
stowing cargo.—Ibid. 

Improper dunnage in stowing nuts held negligence, imposing 
liability on steamer for damage to cargo by “sweating,” an 
excepted risk. 

Bill of lading relieved shipowner from responsibility for 
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damage caused by sweat. Evidence showed that cargo of nuts 
was damaged by sweat dripping on bags; that holds in which 
damaged bags were stored consisted of nothing but steel skin 
of ship; that cargo was kept from skin of ship by batten boards, 
which could not prevent direct dripping on cargo from steel 
ceiling of holds; and that dunnage mats or other provision by 
way of dunnage for airing between tiers of cargo would have 
lessened damage by sweat.—Ibid. 





(District Court, E. D. Louisiana.) Proof covering condition 
of barge before and after sinking held to rebut any presumption 
that loss of oil resulted from unseaworthiness.—Southern Pacific 
S. S. Co. vs. New Orleans Coal & Bisso Towboat Co., Inc., 43 
Fed. Rep. (2d) 177. 

Respondent’s only duty under contract to furnish barge and 
carry bunker oil was to furnish seaworthy barge.—lIbid. 

Barge owner, being private carrier, was not amenable to 
provisions of statute relating to stipulations relieving from lia- 
bility for negligence (Harter act, sec. 1 (46 USCA, sec. 90)).— 
Ibid. 

Where barge sank as result of unforeseen accident, owner 
was not liable for any of cargo of oil which was lost.—Ibid. 

Owner of barge could claim salvage remuneration for rais- 
ing barge and salvaging oil, where there was no breach of 
carriage contract (46 USCA, sec. 727). 

Act Aug. 1, 1912, sec. 1, 37 Stat. 242 (46 USCA, sec. 727), 
provides that right to remuneration for assistance or salvage 
services shall not be affected by common ownership of vessels 
rendering and receiving such assistance or salvage services.— 
Ibid. 

Barge owner raising sunken barge and salvaging oil held 
entitled to $800, which was approximately 40 per cent of value 
of salved cargo.—Ibid. 





(District Court, E. D. New York.) Evidence established un- 
seaworthiness of scow and owner’s knowledge, defeating right 
to limitation of liability—-The O-21. In re New Jersey Ship- 
building & Dredging Co., 43 Fed. Rep. (2d) 195. 

Where injured seaman’s answer to petition for limitation 
of liability prayed decree for damages, federal court after dis- 
missing petition could retain jurisdiction to adjudicate merits. 

Claimant commenced action in state court for injuries re- 
sulting from sinking of scow as unseaworthy and owner’s knowl- 
edge thereof, and on dismissal of petition for limitation of 
liability, desired to proceed with state court’s action.—Ibid. 


PETITIONS FOR REHEARING, ETC. 


No. 20482 (and Sub. 1 and 2), R. T. Vanderbilt Co., Inc., 
et al. vs. A. C. L. et al. and cases grouped therewith. Official 
classification lines ask for reargument and reconsideration with 
respect to rates on imported china clay and as to reparation. 

No. I. & S. 3311, pig iron from southern points to Indiana, 
Illinois and Missouri. St. Louis Gas & Coke Corporation, 
protestant, asks for denial of petition of Alabama Iron & Steel 
Shippers’ Conference and Sloss-Sheffield Steel & Iron Co, et al. 
for reargument and reconsideration before entire Commission. 

No. 22406, C. J. Baldwin Produce Co., Inc., et al. vs. T. & 
N. O. et al. Defendants ask for reopening of this case for 
further hearing and/or reconsideration, and/or for reargument 
before full Commission; and further reiterate the prayer em- 
bodied in a previous petition filed by Southwestern carriers, to 
which these defendants are parties, for a general investigation 
of the banana rates from Gulf ports and Rio Grande crossings 
to points located in southwestern territory, and that this pro- 
ceeding be consolidated with said general investigation for joint 
hearing and disposition 

No. 17000, Part 2, rate structure investigation, western trunk 
line class rates and Ex Parte 87, class rates within western 
trunk line territory. Denver Chamber of Commerce, Pueblo 
Commerce Club (Pueblo Chamber of Commerce, successor) and 
Colorado Manufacturers’ and Merchants’ Association request 
denial of the petition of Western Trunk Line Railroads for 
reopening, reconsideration and modification of report and find- 
ings of Commission. 

No. 23506, Independent Coal Tar Co. vs. B. & A. et al. 
Delaware & Hudson asks for dismissal of original and amended 
complaint herein, as to it, for want of jurisdiction in the Com- 
mission. 

No. 21741, E. L. Palmer, et al. vs. M. P. et al., and No. 
21796 (and Sub. 1), Egyptian Tie & Timber Co. vs. M. P. et al. 
Defendants ask for consideration by entire Commission in 
matter of reparation only. 

No. 22406, C. J. Baldwin Produce Co., Inc., et al. vs. T. & 
N. O. et al. Defendants ask for reopening, rehearing, recon- 
sideration, reargument and postponement of effective date of 
order. 

No. 16939, Railroad Commission of State of Florida vs. A. 
& R. et al. Frankfort & Cincinnati asks the Commission to 
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modify its order, without formal or oral hearing, as to it, and to 
vacate so much of its order of July 10, 1928, handled herein, as 
purports to the Frankfort & Cincinnati, as a defendant in No. 
169391, which will allow cancellation of participation of Frank- 
fort & Cincinnati in I. C. C. A-727 of J. H. Glenn, agent, Atlanta 
Freight Tariff Bureau, 101 Marietta St., Atlanta, Ga. se 

No. 15584, Midcontinent Oil rates, 1925. E. B. Boyd, agent 
and attorney for carriers parties hereto, asks that the effective 
dates of the supplemental order, dated October 7, 1930, be post- 
poned for a period of ninety days beyond December 22, 1930. 

No. 10227, Electric Railway Mail pay. [Illinois Terminal 
Co., lessee of Illinois Traction, Inc. (Main division), asks for a 
re-examination of the rates received by it for the transportation 
of United States mail and the service connected therewith on 
the lines of Illinois Traction, Inc. (Main division), which is 
designated by the Post Office Department as Route 306119. 

Finance No. 5134, construction of extension by Minnesota 
Western. The Minnesota Western asks that time prescribed for 
completion of construction of the extension of line of railroad 
authorized in this case be extended from December 31, 1930, to 
December 31, 1931. 

No. 14597, South Carolina Asparagus Growers’ Association 
vs. Southern et al. Complainant asks for reopening to hear 
proof of shipments made upon which to base reparation award 
in lieu of rule V statements which certain defendants refuse to 
certify. 

No. 21839, Jersey Cereal Co. vs. A. A. et al. Complainant 
asks for rehearing or reconsideration by full Commission. 

No. 23368 (and Subs. 1, 2 and 3), Pensacola Creosoting Co. 
vs. L. & N. Intervener, Alabama Public Service Commission, 
asks the Commission to strike brief of defendant or to permit 
reply thereto, by this intervener within a reasonable time, and 
before examiner renders his report in said proceedings. 

No. 18936 (and Subs. 1 and 2), Culbertson Brothers Co. vs. 
Cc. G. W. et al. Duluth Traffic Service Bureau for and on behalf 
of complainants herein, asks for reargument and reconsideration 
before entire Commission. 

No. 20458, Washburn, Crosby Co. vs. G. N. et al. Great 
Northern asks for reconsideration and for oral argument before 
entire Commission. 


SUSPENDED TARIFFS 


In I. and S. No. 3538, the Commission suspended from 
December 1, until July 1, schedules in supplement No. 10 to 
Canadian National, I. C. C. No. E-304. The suspended schedules 
propose to cancel the commodity rate of 221%4 cents and apply in 
lieu thereof the higher 6th class rate of 27% cents per 100 
pounds on newsprint paper, in carloads, from Thorold, Ontario, 
to Chicago, Illinois. 

In I. and S. No. 3539, the Commission suspended from 
November 22, until June 22, schedules in supplements Nos. 21, 
23, 24 and 25 to Speiden’s, I. C. C. 1347. The suspended schedules 
propose to reduce the rates on cast iron pipe and fittings, in 
carloads, from Birmingham, Ala., group and Chattanooga, Tenn., 
to certain Virginia, South Atlantic and Gulf Ports, when for 
coastwise movement to North Atlantic ports and to points 
reached through the North Atlantic ports. The following is 
illustrative, rates being stated in cents a ton of 2,000 pounds: 


From Birmingham, Ala., to Norfolk, Va., present 860, proposed 
550; Charleston, S. C., present 680, proposed 304. From Chattanooga, 
Tenn., to Norfolk, Va., present 780, proposed 470; Charleston, S. C 
present 660, proposed 304. 

In I. and S. No. 3540, the Commission has suspended from 
November 27 until June 27 schedules in the following tariffs: 
A. C. Fonda, agent: Supplement No. 24 to I. C. C. No. 217; sup- 
plement No. 11 to I. C. C. No. 238; supplement No. 17 to I. C. C. 
No. 253. The suspended schedules propose changes in allow- 
ances made by the carriers to shippers or consigneees for trans- 
fer service on cotton and cotton linters, in bales, at Beaumont, 
Galveston, Houston, Texas City and Corpus Christi, Tex., which 
would result in both increases and reductions. 


INTERSTATE COMMERCE THEFTS 


Stealing of grapes moving in interstate commerce to be 
converted into wine is an enterprise reported to the Department 
of Justice from St. Louis, Mo. Nine persons were arrested, ac- 
cording to a statement of the department, in concerted action 
between the government officers and officers of the police de- 
partment of the Illinois Central. All pleaded guilty. The ac- 
cused ranged in ages from 14 to 21 years. Eight were given 
suspended sentences and one boy was sent to the government’s 
training school in Washington because he had formerly served 
a term in a school for bad boys in Illinois. 


DROUGHT EMERGENCY RATES 

The National Drought Conference has by resolution ex- 
pressed to the railroads its appreciation “of the very substantial 
contribution to the drought relief work” made by the railroads 
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in the way of handling drought relief shipments at reduceg 
rates. The conference said the railroads had moved more thay 
60,000 cars on the reduced rates at a great sacrifice of reveny, 
and a material saving to farmers. 


SKID PLATFORM STANDARDIZATION 


The division of simplified practice, of the Bureau of Stang. 
ards, Department of Commerce, has announced that the require; 
degree of acceptance has been received to the revised simplifieg 
practice recommendation No. 95—skid platforms—and that this 
revision may, therefore, be considered in effect. The reviseg 
simplification program, as approved by the industry, recom. 
mends that the over-all dimensions for platforms for No. 1 Skids, 
used for shipment, be not less than 32 inches wide by 54 inches 
long, nor greater than 33 inches wide by 54 inches long. Furr. 
ther, that the over-all dimensions for platforms of No. 2 skids, 
used for shipment, be 42 inches wide by 60 inches long. It jg 


also recommended that the clear height from bottom of runner 
or other supports to under side of platform be 8 inches or 12 
inches, and that the minimum horizontal distance between in. 
side of runner or other supports be 29 inches. 


STACKER FOR TIERING MATERIAL 




















A recent recruit to the ranks of machine substitutes for 
less efficient human muscle in the field of materials handling 
is the “stacker,” illustrated in the accompanying picture, de- 
signed particularly for tiering and storing material so that floor 
space savings may be realized at the same time handling econ- 
mies are effected. It is a gas-engine-driven and hand-power 
piece of liftitig equipment operated by a compact 2% to 3 horse- 
power motor, capable of lifting a 1,000-pound load at a rate of 
40 feet a minute. The load may be lowered by means of 4a 
decelerator control, preventing undue speed and permitting 
stopping of the load at any height desired. 
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November 29, 1930 


TRAFFIC LEAGUE MEETING 


(By Stanley H. Smith, Staff Correspondent, New York, N. Y.) 


The National Industrial Traffic League, at the closing ses- 
sion of its annual meeting at the New Yorker Hotel, November 
21, approved a change in the constitution of the League pro- 
viding for an increase in the number of members comprising 
the executive committee. ; 

This change was proposed in the report of the special com- 
mittee on revision of the constitution and by-laws which earlier 
in the session had been disposed of by discharging the com- 
mittee and by referring the report to the special committee that 
is to study the work and activities of the League. (See Traffic 
World, November 22.) 

Later, Paul M. Ripley asked for and obtained reconsidera- 
tion of the earlier action to the end that the change recom- 
mended in Article VI of the constitution providing for an 
increase in the membership of the executive committee might 
be taken up and disposed of. He moved adoption of the pro- 
posed change, pointing out that it was desirable to have a larger 
representation of the membership on the executive committee 
than heretofore. The motion was adopted. 

The revised article provides that the board of directors shall 
select by ballot not to exceed twenty (instead of fifteen as 
heretofore) from its membership, which twenty, in addition to 
the president, vice-president, regional vice-presidents, treasurer, 
chairmen of all standing committees and all past presidents who 
retain membership, shall constitute an executive committee. It 
also provides that the president, vice-president, treasurer, the 
regional vice-presidents, the chairmen of all standing commit- 
tees, and all past presidents who retain membership shall be 
members ex-officio of the board of directors and that vacancies 
in the board of directors occurring between elections shall be 
filled by the executive committee, and that officers or members 
of the board of directors so chosen shall serve until the next 
annual meeting. 

After the League had approved the change, the board of 
directors, under the provision requiring the selection of twenty 
members, selected the following: 

F. H. Baer, Cleveland; L. G. Macomber, Detroit; L. C. 
Bihler, Pittsburgh; George A. Blair, Chicago; Samuel Hern- 
don, Cincinnati; H. D. Rhodehouse, Youngstown; H. J. Wag- 
ner, Norfolk; T. T. Harkrader, New York; A. F. Vandegrift, 
Louisville; A. G. T. Moore, New Orleans; F. E. Paulson, Allen- 
town; F. T. Bentley, Chicago; H. M. Freer, New York; J. A. 
Coakley, Cleveland; R. B. Coapstick, Indianapolis; C. B. Tefft, 
Toledo; E. C. Nettels, Battle Creek; R. C. Ross, Chicago; T. J. 
Burke, Charleston, S. C., and F. J. Dowd, Boston. 

The executive committee will organize later and select a 
chairman. 


Highway Transportation 


Reaffirmation of the League’s position opposing regulation 
at this time of interstate transportation of property by motor 
vehicles operating as common carriers on the public highways 
was recommended by the highway transportation committee, 
C. E. Childe, chairman. The League approved the recommenda- 
tion. As to regulation of motor busses the committee said that 
the League in the past had considered that bus regulation was 
not of sufficient importance to shippers of the country to justify 
taking any position on the merits of such regulation and that 
the committee concurred in this view and had no recommenda- 
tion to make in connection with the pending bus bill in Congress. 

The committee recommended that the Commission’s inves- 
tigation in No. 23400, coordination of motor transportation, be 
closely followed by the League through its highway transporta- 
tion committee; that members be kept informed through the 
committee of developments that might affect their common 
interests, and that in the course of the proceeding, the Com- 
mission be advised of the League’s position with reference to 
motor truck regulation. The recommendation was approved. 

Frank H. Baer, member of the committee, took exception 
to part of the report, stating that it was his position that there 
was a present public need for federal regulation of interstate 
highway transportation of both persons and property. He said 
that reasonable federal regulation would not exclude responsible 
and reliable operators and that he therefore favored provision 
for such regulation. 
ss As a matter of information the committee advised with 
pleasure” that the National Tax Association’s highway trans- 
port committee had receded from its former position that motor 
trucks and busses be taxed 14 to 16 per cent of their gross 
revenue to equalize competition between them and the railroads, 
and that it now recommended that the taxation of motor ve- 
hicles be for revenue purposes only to pay for the construction 
— maintenance of highways and necessary expense for regu- 

on. 
There was discussion with respect to the recommendations 
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that the League reaffirm its position opposing regulation now of 
interstate motor truck carriers and that the Commission in its 
motor transport inquiry now in progress be advised of the 
League’s position. C. E. Hochstedler, of Chicago, said he agreed 
with the statement made by Mr. Baer in his exception to the 
committee report. He moved that the recommendation that the 
Commission be advised of the League’s position be eliminated 
and was supported in that by Clare B. Tefft, of Toledo. Both 
emphasized that they were viewing the matter of proposed 
regulation of the motor truck carrier solely from the standpoint 
of the public interest, contending, in effect, that the situation 
now was such with respect to the motor truck carrier that 
consideration should be given to the question of regulation in 
the public interest. The motion made by Mr. Hochstedler was 
lost. Following that disposition of the matter a motion was 
adopted providing for reference to the highway transportation 
committee for investigation and report of rail store-door de- 
livery and pick-up service and of what effect store-door delivery 
might have with respect to restoring traffic to the railroads. 


Legislative Report 


Reiteration by the League of its former position favoring 
legislation which would require the consent of the Commission 
to all direct or indirect unifications or consolidations of rail- 
roads, with appropriate limitations to preserve substantially 
existing competition was recommended by the legislative com- 
mittee, R. C. Fulbright, chairman. This recommendation was 
made after a review of the present situation with respect to 
the consolidation of railroads, including the holding company 
problem now under investigation by the House committee on 
interstate and foreign commerce. It was approved. 

The report also dealt with section 15a and the Howell 
rate-making, recapture and valuation bill and referred to the 
committee’s statement with respect to the Howell bill that was 
filed with the Senate interstate commerce committee last August. 
The committee recommended that the League approve the posi- 
tion taken by the legislative committee on the bill and instruct 
the committee to continue its efforts to obtain legislation in 
harmony with the recommendations heretofore adopted upon the 
subject. The recommendation was approved. The committee’s 
statement on the Howell bill was published in The Traffic World 
of August 23, p. 455. W. S. Creighton, a member of the com- 
mittee, said he concurred in the report, in full, but that he would 
like to see the League go further and go on record for the 
repeal of the recapture provision in section 15a “which should 
dispose of the Howell bill, as well as much and long litigation 
ahead.” He said the report stated that the League had at all 
times opposed recapture. 

“T think its opposition to recapture should take some more 
definite form than to express such opposition in a resolution,” 
said he. “Recapture is wrong in principle. There should be 
nothing to recapture of revenue derived by the carriers based 
upon rates that are reasonable; and besides, if there should be 
any excess over and above a reasonable return to the carrier, 
the excess should be distributed to the shippers in form of 
reduced rates, and not accrue to the federal government, as 
otherwise it amounts to a tax gathered by the federal govern- 
ment from shippers paying higher than reasonable rates.” 

The committee recommended that it be instructed to favor 
legislation that would relieve the Commission from regulation 
of telephone, telegraph and cable companies and radio commun- 
ication, provided adequate legislation was substituted for the 
continuance of such regulation through the medium of other 
non-partisan commissions. It was approved. 

With respect to restriction of the Commission’s power to 
order the establishment of new routes, the committee recom- 
mended that the League advocate the elimination of the restric- 
tion upon the authority of the Commission to order through 
routes and joint rates as stated in paragraph 4 of section 15 of 
the interstate commerce act. This was approved. 


The committee recommended that no legislation or treaty 
purporting to deal with international rates between the United 
States and Canada be undertaken at present and that a special 
committee be constituted by the League to consider this matter 
and to conduct negotiations with the Canadian Industrial Traffic 
League or authorized representatives thereof upon the subject. 
This was approved. 


The League also approved a recommendation that the com- 
mittee be instructed to continue its efforts to obtain legislation 
giving to the shipper the right of appeal to the courts from 
negative orders of the Commission and also from affirmative 
orders where rights of shippers were involved. Mr. Fulbright 
= legislation to meet this situation was being formu- 
lated. 

Opposition to such legislation as that proposed in H. R. 
10418, which would require the carriers to maintain and publish 
separate charges for the use of water terminal facilities at the 
ports and eliminate such charges from the line-haul rates was 
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recommended by the committee and approved by the League. 
Mr. Fulbright explained that the committee’s opposition to the 
bill was on the ground that such a requirement should not be 
made the subject of legislation, but that the Commission should 


deal with such a proposal. He said the bill was contrary to 
the League’s general policy with respect to statutory rate-making 
because it undertook by statute to require a new method to be 
adopted for the statement of export and import rates. He said 
the solution of the problem involved should be left to the Com- 
mission. 

In view of the Supreme Court’s decision as to the meaning 
of the Hoch-Smith resolution, the committee recommended that 
the former action of the League recommending repeal of the 
resolution be rescinded, but that such action should not be 
construed as an approval of the resolution. The committee 
said it believed that resolutions of this character should be 
discouraged and opposed, but saw nothing to be gained at this 
time by undertaking to obtain the repeal of the resolution. This 
was approved. 

The committee said that at the last annual meeting it was 
instructed to recommend that legislation, authorizing fhe Com- 
mission to delegate its authority to a commissioner or a board 
of employes be favored, provided that it be so worded as not 
to permit the delegation of authority upon cases involving 
readjustment of rates for the future, and provided further, that 
the right of review by the Commission or a division thereof be 
effectually preserved. Pursuant to that instruction the com- 
mittee obtained the introduction of H. R. 11363 by Chairman 
Parker of the House committee on interstate and foreign com- 
merce. The committee said considerable opposition developed 
to this measure and that it had undertaken to bring about a 
compromise measure that would meet the objections from vari- 
ous quarters. The committee recommended that it be instructed 
to proceed along the lines indicated in accordance with the 
previous recommendations of the League. This was approved. 

The committee said it believed that in the coming year the 
League should continue its efforts to obtain enactment of the 
various measures it had heretofore recommended, including 
clarification of the law regulating express companies; statutory 
provision for interest on loss or damage claims when not 
promptly settled; relief from charges for unloading, reloading 
and switching carload freight at the international borders, on 
the orders of customs inspectors where no contraband is found; 
legislation liberalizing the fourth section of the act; and enact- 
ment of the Hague Rules with modifications which have been 
approved or advocated by the League. The League adopted a 
motion by Mr. Fulbright urging enactment of legislation pro- 
viding for adoption of the Hague Rules as modified by changes 
in line with the League’s position. 

The League also approved a recommendation of Mr. Ful- 
bright that the question of amending the parts of the interstate 
commerce act relating to reparation be taken up by placing the 
matter and proposals with respect thereto before the member- 
ship by circular. 


Classification Committee 


The classification committee, William P. Libby, chairman, 
discussing the situation with respect to proposed changes in 
section 3 of Classification Rule 34, said that opposition to the 
change developed on the ground that it would have the effect of 
preventing the use of the minima on all cars between 41 feet 6 
inches, and 46 feet 6 inches. The committee said that in view 
of the very sincere objections on the part of several interests 
whose representatives were members of the League, there did 
not seem to be any possibility of effecting a compromise with 
the Consolidated Classification Committee and that as the 
League acted more in an advisory capacity than anything else, 
it would seem advisable to recommend the withdrawal of the 
League from any further participation in this controversy by 
dismissing the special committee originally authorized by the 
executive committee, and thus clearing the way for individual 
action on the part of those representatives whose interests were 
involved and it was so recommended. This was approved. 
Francis J. Dowd presented the report. 


Diversion and Reconsignment 


As to proposed revision of national diversion and reconsign- 
ment rules, the diversion and reconsignment committee, F. M. 
Renshaw, chairman, submitted a comparison of present rules 
and the carriers’ revised proposals submitted subsequent to the 
hearing that was held in Chicago April 25, 1930, and the com- 
mittee’s recommendations thereon. The League took up the 
proposed changes item by item and with changes here and 
there approved in the main the committee’s recommendations. 
Proposed Rule 18 with respect to shipments held at destination 
for inspection of contents before placement for unloading’ was 
rejected by the League. It was explained that this was an 
entirely new rule. It was contended that the carriers had not 
J. S. Brown moved that the 


offered justification for the rule. 
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committee insist that the carriers require the imposition of th 
same charges for diversion and reconsignment on state ag op 
interstate traffic and that the charges for the same services hy, 
uniform throughout the country and that where the charge was 
$1.35 it should be $1, where the charges were $2.25 or $2.7 
they should be $2, and where they were over $5, they shoul 
be $5. He said the present charges were higher than thog 
in the war-time period. The motion was adopted. 


Demurrage and Storage 


The car demurrage and storage committee, J. S. Brow) 
chairman, said it had held two joint meetings with the con. 
mittee on demurrage and storage, transportation division, Ameri. 
can Railway Association, June 27, 1930, and September 26, 1939, 
The committee submitted reports of information as to Demur. 
rage Rule 1-B-4 (a), Note 1, Demurrage Rule 1-B-13, Demurrage 
Rule 2-A-1, Demurrage Rule 2-B-1, Note 2, Demurrage Rule 2-B.3 
Demurrage Rule 2-B-5, Demurrage Rules 3-E, Note 1, and 4¢, 
Demurrage Rule 5-A-1, and proposed Note 2 to Demurrage Rule 
8-A-1. With respect to Demurrage Rule 2-A-3, the committee 
set forth the present form and the proposed form. The com. 
mittee said the A. R. A. objected to the League’s committee 
proposal, “stating that our proposed revision is wide-open to 
abuse, in that immediately after a car is placed an order can 
be given to switch it to another point and execution of this 
order could not be made until the following day in the usual 
course of business.” The committee recommended that its pro. 
posal be presented to the Commission for arbitration, and this 
was approved. 

The committee recommended and obtained approval of the 
proposed form for Note 3, Demurrage Rule 2-B-1, which follows: 

Note 3—The term “diversion” or “reconsignment’’ will be applied 
as defined in the reconsignment tariffs of this railroad, except that 
under this rule when a car is placed for delivery at destination a 
“turn-over” (or order for delivery to another party) which does not 
involve an additional movement of the car to a point beyond the con- 
fines of the same industry or same public delivery yard is not a recon- 


signment for the purpose of applying these demurrage rules. (See 
Rule 2, Section A.) 


Th committee obtained the approval of its substitute pro. 
posal now under consideration by the A. R. A. committee with 
respect to Demurrage Rule 2-B-1, Note 4, Demurrage Rule 2-B-4, 
The proposal embodies the following rule to be known as new 
Paragraph 4 to Rule 2-A: 


“Forty-eight (48) hours’ free time will be allowed when a car is 
reforwarded to another destination or another point of delivery at 
the tariff rate from the point of reforwarding: 

(a) When the original lading in the car is not disturbed. 

(b) When the car is partly unloaded. ; 

(c) When the car is partly reloaded. 

(d) When the car is partly unloaded and partly reloaded. (See 
rule 2, section A, paragraph 3.) 

The foregoing to be substituted for rule 2-B-1, note 4 and rule 
2-B-4 and the note thereto. 


Another committee proposal approved was with respect to 
Demurrage Rule 5-B-1 and 2, proposed form, Section B-1. 
The proposed form follows: 


Section B—1. When delivery cannot be made in a specially desig- 
nated public delivery yard, on account of the tracks in such yard 
being fully occupied or from other cause beyond the control of this 
railroad, notice shall be sent or given the consignee in writing or, in 
lieu thereof, as otherwise agreed to in writing, that delivery will be 
made at the nearest available point to the consignee, naming the 
point. Such delivery shall be made unless the consignee shall before 
delivery indicate a a available point, in which case the pre- 
ferred delivery will be made. 

. In the event consignee or party entitled to receive shipment 
serves upon this railroad, notice of refusal to accept delivery at the 
point named in notice, sent or given in accordance with paragraph 1, 
the car will be held awaiting opportunity to deliver in the specially 
— public delivery yard, subject to rule 3, section C, para- 
grap 


The committee said it agreed to recommend approval of the 
proposed rule, provided the words, “the tracks in,” in the first 
sentence were omitted, and that the A. R. A. committee ac- 
quisced in that request. 

Discussing an “objectionable” interpretation by the Eastern 
Demurrage Bureau of Demurrage Rules 3-D and 5-A, the coml- 
mittee said: 


The question of allowance for the time required for the movement 
of a car between the point where constructively held at destination 
and the delivery at a private siding was submitted by one of the 
members of the League to the manager of the Eastern Demurrageé 
Bureau who ruled that ‘no allowance is to be made for the move- 
ment between the terminal yard at destination, where the cars are 
constructively placed, and the consignees’ private track, except in 
cases where the carrier fails to render switching service.’’ 

This ruling was brought to the attention of your committee, where- 
upon the matter was docketed for discussion at the joint conference. 
Your committee voiced its objection to the ruling as being arbitrary, 
unfair and contrary to the decisions of the Commission, and urged its 
withdrawal. The A. R. A. has taken our request under consideration. 


It was voted to take steps to obtain a ruling on the question 
at issue from the Commission. 
Opposition to a rule urged by the A. R. A. committee with 
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respect to railroad-owned cars used in intraplant service was 
expressed by the committee. The rule follows: 


On cars switched within the confines of any one industry or plant 
py this railroad, time will be computed from the time the car is de- 
livered to the industry or plant until released, and the movement of 
such car within the confines of the industry or plant will not be con- 
sidered a new movement of the car so far as concerns the assessment 
of demurrage charges. 


A recommendation of the committee that the suspension of 
this or any other similar rule that may be published be sought 
was approved. 

Inland Waterways 


The inland waterways committee, F. S. Keiser, chairman, 
recommended that no action be taken on H. R. 11575, a bill 
proposing to authorize improvement of navigation and develop- 
ment of power on the St. Lawrence River, on the ground that 
the question involved was sectional in character. The com- 
nittee also recommended against passage of H. R. 9848, a bill 
providing for the creation of a waterways and water resources 
commission. The committee said there was nothing at the 
present time in connection with water-borne traffic that indi- 
cated or demanded regulation under a centralized board of 
control. The League decided to take a mail vote on this report, 
on account of being pressed for time. 


Accounting Rules 


“It is the opinion of your committee that it is the desire 
and purpose of the Railway Accounting Officers’ Association to 
obstruct as far as possible the establishment of any system of 
accounting which will enable the public to determine with any 
fair degree of accuracy the cost of railway service,” said the 
special committee on railroad accounting rules, W. H. Day, 
chairman. 

This statement was made in connection with the League’s 
proposal that cooperative action be resorted to between carriers 
and shippers to develop a system of accounting which would 
fairly reflect the cost of various primary elements of service 
and the failure of any action being taken in that direction. 


The committee said that the Bureau of Statistics of the 
Commission and Dr. Lorenz, the director of the bureau, had 
prepared valuable information with respect to carrier opera- 
tions and the cost of service. It was the committee’s opinion 
that the League should go on record as commending the excel- 
lent work being carried on by the Commission in this respect 
and that effort should be continued to develop as far as possible 
all statistical information which might better enable the Com- 
mission and the public to determine integral and relative costs 
of railway service. The committee said it also reached the 
conclusion that the development of statistical information with 
respect to carrier costs and service would be of substantial value 
in such future general rate revisions as might become necessary. 
The committee said it believed the League should continue its 
activities on the subject and that its officers and proper com- 
mittees should be authorized to take further action as and 
when they might consider proper. This was approved. 


Cooperation with I. C. C. 


Recommendations were submitted by the special committee 
on cooperative procedure before the Commission, R. I. Pierce, 
chairman, with respect to procedure before the Commission. 
After reviewing recommendations made by the committee at 
the last annual meeting and developments in connection there- 
with, the committee recommended that further study be made 
by it of a plan for the cooperative handling of formal cases with 
a view of endeavoring to present to the League some definite 
and constructive suggestions. With respect to other recom- 
mendations, the committee said it was of the opinion that the 
following should be adopted by the League: 


1. That some provision should be adopted to discourage indis- 
criminate filing of trivial complaints. We recommend that some plan 
be adopted by which minor complaints may be disposed of by em- 
ployes of the Commission. 

2. That when formal cases filed with the Commission are assigned 
to either the shortened or modified procedure public announcement 
should be made through the usual channels. 

3. The modified procedure permits the cooperative handling of 
cases. Your committee believes it has considerable merit and recom- 
mends that the league encourage its greater use. 

4. That when a formal complaint is filed with the Interstate Com- 
merce Commission complainant be required to furnish with his com- 
Plaint a general summary or outline of the evidence proposed to be 
submitted, and defendants similarly be required to submit with their 
answers an outline of their defense, carriers being allowed something 
more than the present twenty days to file their answer. 

5. That the Commission more strictly enforce the rule with re- 
spect to the submission of evidence, and that facts which are clearly 
Stated on exhibits should not be unnecessarily explained. 

. That parties to formal proceedings refrain from asking oral 
argument in cases not involving matters of importance. 


This report was received, but no action was taken with 
Tespect thereto. 
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To expedite the business of the session, W. H. Chandler 
moved that a number of committee reports, requiring no action 


‘by the League, be received without further action being taken 


with respect thereto, the League not being committed as to 
matter therein. The motion was adopted and such action was 
taken as to the reports summarized below. 


Export and Import Traffic 


The export and import traffic committee, Carl Giessow, 
chairman, said that it had had before it the question of aboli- 
tion of general average in connection with the transportation of 
goods by ocean carriers. A member had expressed the view 
that, because of the improved transportation conditions on both 
land and sea and increased efficiency in operation, the ocean 
carrier should assume liability as an insurer of goods in the 
same manner as did carriers by land. The committee con- 
vinced the member that the circumstances of ocean transporta- 
tion were so dissimilar from those by land that general average 
constituted a protection to shippers rather than a penalty and 
that its continuance was fully justified. The report was sub- 
mitted for information only. 


Claims 


“This committee has had a very quiet year and nothing 
has been referred to it which requires any action by the 
League,” said the report of the freight claims and claims preven- 
tion committee, E. A. Jack, chairman. 


Postal Service 


The proposal of the, Postmaster-General to ask Congress to 
increase the first class postage rate half a cent an ounce to 
reduce the postal deficit was called to the attention of the 
League by the postal service committee, J. E. Wilson, chairman. 
It was pointed out that several organizations had passed reso- 
lutions protesting any such action. Records of the Post Office 
Department for the last fiscal year, according to the committee, 
show that first class mail yielded a profit of $78,633,418.47, while 
there were losses of $94,471,030.64 on second class, $18,806,911.23 
on third class, and $19,778,708.93 on fourth class. The com- 
mittee believed that the question of increasing postal rates 
would not be taken up in Congress before December, 1931. The 
report was for information only. 


Rates and Tariffs 


The committee on rate construction and tariff, W. J. Mathey, 
chairman, submitted a report of information, requiring no action 


by the League. 
Car Service 


Comment was made by the committee on transportation 
instrumentalities and car service, William H. Perry, chairman, 
on the fact that freight business in 1930 was about the same 
as it was in 1920. It said that 1930 was the first year in the 
entire history of the railroads of the United States when their 
freight business was as small as it was ten years before. The 
last year of serious depression was 1921, and in that year their 
freight business was almost 22 per cent greater than it was ten 
years before, said the committee and added: 


While the volume of freight business being handled by rail in 
1930 is about the same as it was in 1920, there is an extremely strik- 
ing difference between the way in which it was handled in 1920 and 
the way it is being handled now. The facilities of the railways in 
1920 were wholly inadequate to the demands of traffic, and the aver- 
age daily car shortage reported was 81,592. On the other hand, thus 
far in 1930 there has been no car shortage whatever. In fact, in the 
ten months from October 31, 1929, to August 31, 1930, the railways 
furnished to every shipper every car that he wanted when he wanted 
it. In respect to the furnishing of cars to shippers during this period 
their service was 100 per cent perfect, and throughout this year they 
have had constantly a car surplus ranging from 374,000 to 479,000 cars. 

When it is considered that the volume of traffic thus far handled 
has been about the same as in 1920, but that in 1920 car shortages 
averaged the largest in any year in history, while in 1930 the rail- 
ways have promptly furnished the shippers 100 per cent of the cars 
for which they have asked, it becomes worth while considering what 
has caused this revolutionary change in freight service. Since 1920 
the investment in railway properties has increased about six billion 
dollars. There are actually about 40,000 less freight cars than in 
1920, but the average hourly speed of freight trains has been in- 
creased from 10.3 milés to 13.7 miles, or 33 per cent, while the average 
distance traveled by each freight car daily has been increased from 
23 to 29 miles, or 25 per cent. The Class 1 railways owned 2,277,464 
freight cars at the end of 1929. An increase of 25 per cent in the 
efficiency of utilization of this many cars would be equivalent to the 
provision of about 570,000 additional cars. The increase in 1930 over 
1920 in the average miles traveled daily by each car has been just 
about 25 per cent; and therefore fully explains how the railways 
have been able to handle this year, with a slightly smaller number 
of cars than in 1920 and with a car surplus averaging about 450,000 
cars, a volume of traffic which so over-taxed them in 1920 as to cause 
an average car shortage of about 80,000 cars. 

The explanation of the increased service rendered with each car 
is to be found in the improvements that have been made in all parts 
of the railway plant and also in operating methods. The freight car 
is being better utilized both because it has been improved, and because 
all the means of utilizing it have also been improved. 

The year 1920 was one of active fences business, and the traffic 
available was so large that the railways, with the facilities they 
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then had, were wholly unable to handle it satisfactorily. The year 
1930 is one of depression, but, a decade having passed, freight busi- 
ness is as large as in 1920, and the railways are able to handle it and 
maintain a car surplus equivalent to about 20 per cent of all the 
cars on their lines. The extent to which railway properties have been 
improved and their capacity enlarged during the last decade could 
hardly be better illustrated than by such facts. is 


The committee said that it had considered the use of freight 
containers designed to handle not only all L. C. L. freight but 
many classes of carload freight, but that it had taken no action 
in the matter because it seemed one of such magnitude that 
it could not be handled intelligently without a great deal of 
investigation and study, “and the letters we have received indi- 
cated that there existed a lot of different opinions as to whether 
they could be successfully used or not.” 

“One argument,” continued the committee, “is to the effect 
that to place miscellaneous articles of freight in a container 
would very much simplify the clerical work in billing, which is 
no doubt true. On the other hand, it is contended that carriers 
would be hauling a lot more dead weight. Also it is contended 
that not all shippers would be able to use the containers unless 
they shipped in large volume and it is doubtful if they could 
be made available to small shippers at way stations. Some of 
the. members of this committee are of the opinion that the 
question is one that will have to be approached slowly and that 
there are a lot of things to be ironed out before anything of a 
definite character can materialize.” 


- Weighing Committee 


The weighing committee, Murray N. Billings, chairman, sub- 
mitted a report of information with respect to the situations 
involved in the proposal of the southwestern carriers to put 
in tariff form the charge which they make for testing track 
scales where the test is made at request of the industry, or of 
the connecting line railroad, having no test car, and tariff pub- 
lications in the southwest for weighing empty cars. The com- 
mittee protested the proposal to publish the charge for testing 
track scales. 

Embargo Rules 


The special committee on embargo rules and regulations, 
Charles Orchard, chairman, said that nothing concerning em- 
bargoes or the embargo rules and regulations had been referred 
to it and that it therefore had nothing to report this time. 


Fibre Containers for Exports 


A report of progress was submitted by the special com- 
mittee on fibre containers for export shipments, E. C. Nettels, 
chairman. A proposal covering specifications for fibre shipping 
cases for export has been submitted to Chairman Sinclair, of 
the North Atlantic U. K. Conference, for the consideration of 
the steamship companies. No response had been received from 
Chairman Sinclair indicating what action the steamship lines 
would take with reference to the approval of the specifications 
and the committee said the only thing that could be done at 
the time was to report at least progress in the hope and expec- 
tation that definite action would be taken and that members 
engaged in export traffic would know the kind of a case the 
steamship companies would accept, and covering which a clean 
bill of lading would be issued. 


Fourth Section Legislation 


A report of information was submitted by the special com- 
mittee on fourth section, J. P. Haynes, chairman, reference 
being made to the fourth section bills pending in Congress, the 
proposal of the League for liberalization of the fourth section 
by restoring the language of this section as it appeared prior 
to the amendment of June 18, 1910, except that the phrase 
“under substantially similar circumstances and _ conditions” 
should also be restored. As to the latter proposal the committee 
said a bill had not yet been introduced. The committee also 
reviewed the situation with respect to the equi-distance clause. 


Merchant Marine 


Legislation may be proposed at the next Congress for the 
regulation of intercoastal steamship rates and it will be neces- 
sary for the League to take some action in the matter, accord- 
ing to the report of the special committee on merchant marine, 
Seth Mann, chairman. The committee said it was not, however, 
at present desirable to take any action in the matter awaiting 
developments in the intercoastal conference situation and that 
accordingly no recommendation as to action by the League 
was made. 


Payment of Freight Charges 


A report of progress and for information was submitted by 
the special committee on payment of freight charges, J. H. Beek, 
chairman. This proceeding, “payment of freight charges, Ex 


Parte 73,” is now awaiting decision by the Commission upon the 
examiner’s tentative report and the committee said the decision 
was expected in the very near future. 
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Passenger Committee 


The passenger traffic committee, Leo E. Golden, chairmay 
submitted a brief report for information, dealing with the 


Commission’s investigation in No. 
passenger trains. 


22735, excess fares op 


Cooperation with Executives 


The committee to cooperate with the railroad tray 
executives, W. H. Chandler, general chairman, said that int. 
mation that the carriers intended to establish regional board; 
for the handling of rate problems along the lines of the presgep; 
regional advisory boards was referred to members of the cop. 
mittee for an expression of opinion and without exception they 
were opposed to this method of handling rate matters. It sai 
nothing official had been received on this subject and that this 
was submitted as a matter of information. 

With respect to proposed improvement in the method fo 
handling negotiations for rate and tariff changes between ship 
pers and carriers, the committee said there had been only on 
complaint with respect to the present arrangement and that it 
was the recommendation of the committee that this subject hk 
dropped. 

The League elected J. M. Belleville an honorary member 


EASTERN CLASS RATES 


In No. 15879, eastern class rate investigation, member lines 
of the trunk line, New England and central freight association; 
have asked the Commission to deny the petitions of the City of 
Philadelphia et al., the Manufacturers’ Association of Connecti. 
cut, Inc., the Associated Industries of Massachusetts et al., ani 
the Chicago Association of Commerce et al., relating to various 
aspects of the case. 


WESTERN CLASS RATES 


Denial of the petitions of railroads and others for reopen 
ing in No. 17000, part 2, western trunk line class rates, has 
been asked in answers filed with the Commission by the De 
troit Board of Commerce, the Minnesota Canners’ Association, 
the West Bank Lake Michigan Shippers, and the Live Poultry 
Shippers’ Association, Inc., and the Live Poultry and Dairy 
Shippers Traffic Association. 

Dismissal of the petition of the western trunk line carriers 
in No. 17000, part 2, western trunk line class rates, in so far 
as it requests the Commission to modify its decision therein 
with respect to the rates on dairy products, is asked by the 
National Poultry, Butter & Egg Association, Armour and (Co, 
and Swift & Co. 

The Northern Potato Traffic Association asks the granting 
of carriers’ petition for reopening, reconsideration and modif- 
cation of finding 20 and requests that such finding be changed 
so that the present class rates shall be maintained wherever 
now applicable on potatoes in carloads. 

The Greater Grand Forks Traffic Association of Grand 
Forks, N. D., and the Chamber of Commerce of Fargo, N. D, 
request that the petition of the western trunk lines for reopen: 
ing, reconsideration and modification be denied in its entirety. 

The state of South Dakota has asked the Commission to 
deny the petition of official classification lines for modification 
in No. 17000, part 2. In answer to the petition of western trunk 
line carriers for reopening the state also asks that all petitions 
seeking reopening of the entire proceeding be dismissed. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first ten months 
of 1930 placed 73,887 new freight cars in service, according to 
the car seervice division of the American Railway Association. 

In the same period last year, 68,073 new freight cars were 
placed in service. 

Of the new freight cars installed 38,443 were box cars, a2 
increase of 5,264 compared with such installations in the first 
ten months of 1929. There were also 26,906 new coal cars placed 
in service in the ten months this year, an increase of 2,013 
compared with the same period last year. In addition there 
were installed in the ten months’ period this year 3,583 flat 
cars, 3,657 refrigerator cars, 913 stock cars, and 385 other mis- 
cellaneous cars. 

The railroads on November 1 this year had 5,781 new freight 
cars on order compared with 33,642 on the same day last year, 
and 6,081 on the same day two years ago. 

The railroads also placed in service in the first ten months 
this year 694 new locomotives, compared with 612 in the same 
period in 1929. 

New locomotives on order on November 1 this year totaled 
139, compared with 294 on the same day last year. 

Freight cars or locomotives leased or otherwise acquired 
are not included in the above figures. 
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A Unique Problem in Distribution 


Track Scale Testing Service of Bureau of Standards of Department of Commerce Has as Its 
Problem Ascertainment That All Scales Weigh in Same Sized Pound—Of 9,000 Railroad 
Track Scales in the Country, 3,800 Are Owned by the Railroads and 5,200 by 
Industries—A pproximately 800 Tests a Year Made by Bureau—Great Im- 
provement in Scale Performance in 16 Years of Scale Testing Activity 


under shells of glass in 
a basement of a building 
of a Paris suburb, carefully 
guarded, serves, in a quite real 
sense, aS assurance that sugar 


SMALL cylindrical weight 


' sold in New Orleans measures 
' out when weighed at Liverpool, 


or that a ton of coal bought in 


| West Virginia will weigh out on 
» scales in use at Minneapolis. 
» various Fe 


Accurate weight measurement is 
at the basis of commerce and 
transportation. Freight rates 
are assessed on the basis of so 
much a hundred pounds or ton. 
Coffee and wool and gold are 
purchased in weight units. The 
mechanism that makes world- 
wide exchange of this character 
possible, with confidence be- 
tween buyer and seller that 
agreement between the two as 
to the amount involved in the 
transaction will only be a simple 
matter of placing the commodity 
on a measuring machine known 
as a scale, is not altogether a 
new story but, from a transpor- 
tation point of view, there are 
developments of recent date of 
substantial impor- 
tance. 

The means 
whereby assurance 
is given that every 
scale in the civil- 
ied world will 
weigh in a pound 
of the same size, or 
its equivalent, is 
too large a story to 
be told here. That 
is true though it is 
essentially a prob- 
lem of the distribu- 
tion of that “inter- 
national kilogram” 
in the Paris base- 
ment—a _  distribu- 
tion problem that 
has been solved 


without altering 
the commodity dis- 
tributed or remov- 
ing it from its nor- 
mal home. 


By HoMER H. SHANNON 





Major Louis A. Fischer, former chief of the division 

of weights and measures, U. S. Bureau of Standards, 

who had much to do with organization of the work 

of supervising and testing railroad track scales. In 

the center, under the glass bells, is the international 
prototype kilogram. 





Master scale testing car at Oakland, California, on its annual itinerary. Ten 


thousand pound cast iron blocks are the measuring units used, on a truck 
of predetermined weight, which is a part of the testing car equipment. 


Railway Track Scale 


A chapter of the story has 
to do with the translation of 
that international unit into the 
commerce of this country, via 
the route of the railway track 
scale. Actually, it is an impor- 
tant chapter, so far as the 
shipper and the railroads are 
concerned, but the task is ac- 
complished with little worry on 
the part of railroad and indus- 
trial traffic men. In fact, its 
accomplishment is assumed, in 
all probability, without any 
large number of them having 
worn away substantial quan- 
tities of gray matter thinking 
about it. 

The railway track scale sets 
the transportation charge on 
practically all the freight traf- 
fic handled by the railroads, and 
makes little fuss about it. It 
not only sets freight rates but, 
to press the obvious, is at the 
basis of a substantial portion of 
the commercial transactions of 
the country. Invoices are based 
on its readings, as are checks for 
payment. At some time or other 
most things bought 
and sold travel over 
the railroads and 
everything sold in 
weight units is reg- 
istered in the terms 
set up by the scales. 

But back to the 
job of getting this 
cylindrical object 
in the Paris base- 
ment mixed into 
the mechanism, in 
the same degree, of 
scales in California, 
New York, or 
wherever they may 
be. In the first 
place, reasonable 
provision was made 
that the basic unit 
of weight used by 
civilized countries 
could be recon- 
Structed, were it 
destroyed or lost, 
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Showing some of the details of one of the Erie’s three Jersey 
City float bridges: hoisting screws, hangers, electric winch and 
operator’s house. The 100-h.p. motors exerting a lifting force 
at the outshore end of the bridge of about 550,000 Ibs. move 
it at a speed of five feet per minute. 
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Steel bars or toggles are moved outward to fit into toggle 
pockets on the float. The screws lower the bridge so that the 
outshore end of the apron is supported by the float. As the 
float rises or falls the height of the bridge is adjusted by the 


operator at his electric control. 
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with a high degree of accuracy, by tying it to nature. The 
international kilogram has the same mass or weight as 1,000 
cubic centimeters of water at sea level and at greatest density, 
which is at 3.9 degrees centigrade. Two exact copies of it are 
in this country, through Uncle Sam’s luck at drawing lots when 
they were being distributed some time ago, and serve gs the 
means of keeping our pound at a standard value. The pound is 
then accurately translated in terms of the scale mechanism of 
the country through activities of the Bureau of Standards of 
the Department of Commerce. 

For its railway track scale testing service, the Bureau 
maintains a “master” track scale at Clearing, IIl., at the south- 
western edge of Chicago, from which, every year, three scale 
testing cars are sent out to wander up and down the rail avenues 
of the country for approximately 365 days, stopping at railroad 
and industrial scales along the way to see that they have not 
strayed too far from the straight and narrow path ordained by 
the Paris arbiter in such matters. 


Work of Test Cars 


As outlined by H. M. Roeser, who is in charge of the track 
scale testing service, the work of these test cars is divided into 
three general divisions. The first is the testing of master track 
scales, of which there are twenty distributed over the country, 
maintained by the railroads, to which they refer, periodically, 
test cars of their own or of others for weight standardization. 
These so-called master scales are placed in the main traffic 
lanes, with a geographical distribution intended to make them as 
easily accessible as possible. 

As a second subdivision of the work, tests of miscellaneous 
track scales, rail and industrial, are made where formal re- 
quests have been filed with the bureau for tests. 

The third division is the testing of several hundred scales 
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in representative sections of the country as a part of the general 
supervision and service maintained by the bureau, independent 
of requests. 

Less than a tenth of the total number of scales in the 
country can be reached by the three test cars of the bureau in 
a year, as the maximum number of tests possible in that period 
is about 800 and there are approximately 9,000 in use. Of 
the total, 3,800 are railroad owned and the remaining 5,200 are 
in industrial or commercial service. 

Two of the test cars are in no important respect different 
from the test cars in the service of the railroads, being essen- 
tially a cast iron bar on two sets of rail trucks. The other, 
however, is unique and is used in testing the master scales 
ahd highly exacting work. 


Car for Testing Master Scales 


The car used for testing the master track scales carries a 
small rail truck of five foot wheel-base and a set of eight cast 
iron blocks accurately calibrated to 10,000 pounds each. Equip- 
ment for handling the truck and the blocks is a permanent 
part of the car. These ten thousand-pound blocks constitute the 
fundamental weight unit that, in actual application, measures 
the accuracy or inaccuracy of the scales of the country. An 
indication of the care taken to see that they represent, in exact 
and scientific terms, the “pound,” multiplied by 10,000, that 
they are supposed to represent is given by the fact that they 
have to be adjusted every year. In the course of the year’s 
itinerary about the country they may gain or lose weight. Their 
idiosyncrasies in that respect have been the subject of no little 
study on the part of the authorities dealing with such matters, 
according to Mr. Roeser. A peculiar feature is that gain or 
loss of weight seems to be a matter of the paint with which the 
blocks are coated to prevent oxidation. Experience has shown, 


it is said, that when aluminum paint is used they gain slightly, 
and that there is a loss of weight when a paint with a red lead 
base is used. 
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Each year the weights and the bureau test cars are checkeq 
against the master scale at Clearing and adjusted for any erro), 
that may have developed. The cars are rotted on their annua 
pilgrimages by means of a large map hanging on a wall of the 
central office, on which is marked the location of every trag 
scale in the country. The program calls for testing all of th 
twenty master scales each year. Next, routing of the cars muy 
provide for tests in response to all requests that have beg 
filed, and a third consideration is that an effort is made t 
spread the general check over the country as a whole ip , 
period of years. In the sixteen years since the service was jp. 
augurated in 1913, some 10,000 tests have been made. yy; 
Roeser expressed the belief that every track scale now jy 
service had been tested at one time or another by the bureay, 

Two bureau men follow the master scale car about the 
country, supervising the tests, making corrections and dd 
tailed reports of results to scale owners. One man is all tha 
is required to each of the other cars. Through arrangement; 
with the American Railway Association, the cars are moved fron 
one point to another in line-haul trains, the men traveling eithe 
by passenger train or motor. 


Accuracy Required 


In making the tests, the scales are checked against con. 
plements of weights of 40,000 and 80,000 pounds. On the ordinary 
commercial or railroad scale an error or tolerance of 0.20 of 
a per cent is allowed without correction. That means that the 
scale must be within two one-thousandths of accurate. Buta 
much higher degree of accuracy is set as the standard on the 
twenty master scales. In their case, the maximum error o 
tolerance is 0.02 per cent of the weight against which the check 
is made, which is within two ten-thousandths of absolute 
accuracy. But even that is not enough. The adjustment made 
on the master scale must conform to an even more severe 
standard. The “adjustment tolerance” is only 0.01 er cent of 
the weight applied, or, in other words, the scale must not 
register an error of more than a pound on a weight of 10,00) 
pounds. The actual formula in use requires that, on a weight 
of 80,000 pounds, the error be not more than 6 pounds. 

The allowable error on grain weighing scales is only half 
that for rail and industrial scales in other service, or 0.1 per 
cent. 

As an added safeguard of accurate functioning of the scales 
tested, the tolerance is not computed on the basis of a single 
weighing, but is the average of the two greatest errors found 
with the test car at different positions on the scale. 


Value of Bureau’s Work 


Some indication of the benefits that flow to shippers au 
carriers from the activities of the bureau is given by the record 
of scale performance, as revealed in the results of the yearly 
tests made by the bureau, since the work was begun. The 
per cent of scales tested in a given year found to be within 
tolerance has steadily progressed from 32.5 per cent in 1914, 
to 71.8 in 1929. In addition to this indication of great improve 
ment in performance of the track weighing facilities, the record 
also shows that average error of all scalels tested in 1914 was 
0.56 per cent, while in 1929 it was 0.20 per cent—the latter 
being the average error found in the total 726 scales in the last 
year for which the report has been issued, just equalling com- 
mercial tolerance. The 1929 values establish new records for 
general accuracy of scales tested. 

Of the scales tested in the last fiscal year for which 4 
report has been isued—that of June 30, 1929—approximately half 
of those that were incorrect showed under-weights and the 
other half gave over-weight readings. The conclusion to be 
drawn from this, says the report, is that inaccuracies in track 
scale weights constitute neither an advantage nor a disat: 
vantage to shippers or carriers. The average value of the unde! 
weight errors, however, was found to be slightly greater thal 
that of the over-weight errors. This was explained as a cor 
sequence of the fact that a casual obstruction or interference 
occurring in the members of a scale may support a portion of 
the load and cause serious deficiency in the weight registered. 

A conclusion of importance drawn from the record of tests 
of the last few years is that, though the present facts indicate 
that scale performance is not a cause of discrepancies betweel 
origin and destination weights on freight shipments, the limit 
of the possibility of improvement under existing conditions has 
been reached, and the fact that scales are not being replaced a8 
rapidly as obsolescence requires indicates that in future yeal's 
retrogression is almost certain. 


CHANGE IN DOCKET 
Hearing in I. and S. 3529, live stock from and to points 0 
Texas-New Mexico Ry. in connection with Santa Fe lines. o 
St. L.-S. F. Ry., assigned for November 28, at Fort Worth, Tex, 
before Examiner Hansen, was canceled. 
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Tratfic Policies - 


Thirty-First of a Series of Articles on the Relations Between Transportation, Production, and 
Marketing, by Prof. L. C. Sorrell, University of Chicago 


A Traffic and Transportation Budget 


HE preceding article of this series discussed the 
PT Nese of the budgetary device of executive 

control and reviewed the arguments usually 
advanced in its support. It also pointed to the presence 
of budgets in such activities as shipping, receiving, and 
trucking and to the inclusion of transport outlays in 
other departmental budgets, such as purchasing and 
selling. It concluded with a statement of the question 
of whether it is advisable to install, under a centralized 
traffic executive, a general transportation outlay and 
expense budget system in an industrial establishment. 

It may not be amiss to sketch in bare outlines what 
such a budget would probably resemble. It is assumed 


| that all the traffic and transportation activities are cen- 


tralized under a traffic executive. If a considerable 
volume of transportation service should be rendered by 
the firm itself, by means of trucks, car lines, and shipping 
(not organized into separate companies), conceivably two 
main divisions could be erected—a traffic division to 
purchase transportation and a transportation division to 
perform it. Then all of the financial outlays involved 
in connection with these activities might consist of 
traffic outlays for services purchased, transportation 
expenses incurred in performing such services, and traffic 
expenses incurred in shipping or receiving shipments and 
general traffic expenses incurred in general supervision 
of all of these activities. 


Given the estimates of the sales, production, and 
purchasing departments, of the volume of sales, materials 
and supplies, and equipment expected in the ensuing 
budget period, the responsible traffic official would pre- 
pare his departmental budget. This budget would include 


| estimates of the outlays needed for the transportation 


services to be purchased; estimates of the expenses in- 
volved in operating transport facilities; estimates of the 
expenses of operating the sub-departments responsible 
for packing, loading and unloading, shipping, receiving, 
and billing; and estimates of general traffic expense. The 
estimates would take into consideration changes in the 
expected volume of business and in transportation con- 
ditions. Outlays and expenses incurred in past years 
would be of evidentiary value, but allowance should be 
made for changes in rate levels, changes in the cost of 
labor and equipment, contemplated changes in the trans- 
port facilities used to effect delivery, changes in market- 
ing conditions that might affect the departmental expense 
in some fashion (e. g., increasing volume of small orders), 
improvements or deterioration in the carrying service 
available, and so on. It should not be simply an adop- 
tion of last year’s figures. fest 

Varying degrees of refinement might prevail. Thus, 
the estimate might be erected in physical as well as in 
pecuniary terms—that is, tons, shipments, carloads, 
truckloads, packages shipped and received. If several 
different types of transportation agencies are used, it 
would probably be desirable to classify the traffic outlays 
and the transportation expenses according to rail C. L., 
rail L. C. L., highway, express, parcel post, and waterway 
services. It is conceivable that some firms might find it 
advisable further to classify such outlays and expenses, 
or some of them, according to commodities or territories. 


A functional classification might suffice for the activities 
included in preparing goods for shipment or in receiving 
them from the carriers—that is, loading, shipping, billing, 
packing, receiving, unloading, and so on. The total out- 
lays for each type of transportation service could then 
be divided by the aggregate physical units of transport 
service required—say tons, carloads, packages, ete.— 
resulting in a ratio indicative of the outlay or expense 
a unit of service. This unit could then be compared with 
that of previous years or even with the experience of 
other firms. 

These estimates would be submitted to the chief 
budgetary officer, herein assumed to be the controller; 
they would be reviewed by the budgetary committee as 
the final authority, revised if necessary, and approved as 
the goal of the department. Statements would be ren- 
dered monthly (or any other acceptable period) showing 
the actual figures and the budgetary estimates; revisions 
of the budget would be made, if changed conditions 
showed that to be necessary. 

It should be understood that the foregoing outline 
is suggestive merely and is not a detailed statement of 
an exact procedure to be followed. 


The Utility of a General Traffic Budget 


The mere fact that the budget device can be extended 
to every department does not justify that extension; 
presumably there are limits to the centralized control of 
functions and, hence, to the budgetary device itself. It 
is desirable, however, to examine its application to traffic 
and transportation from the point of view of the general 
advantages supposed to accrue from its application to 
sales, purchasing, production, and finance. 

First, it will be recalled that pre-planning by the 
marketing and production divisions enables finance to 
estimate the probable demand for funds; without such 
estimates of the expected volume of business, the treasury 
department would find it more difficult to forecast income 
and outgo and make arrangements to cover deficiencies 
in any given period. Now, a centralized traffic budget is 
hardly necessary to enable finance to provide funds for 
traffic and transportation. This is so because the several 
departmental budgets include these various items. 

While accounting for transportation outlays and 
expenses does seem to occasion considerable controversy 
among cost accountants, there is some agreement.’ Thus, 
in-freight borne by the consignee seems generally to be 
charged into the materials or equipment accounts, but, 
if paid on goods returned to the firm, it may be assigned 
to defective goods, sales expense, or to the customer, 
depending on the reason for the return. Out-freight may 
be treated as a deduction from sales or as an addition 
to sales expense. One authority? argues for deduction 
from sales, if the general policy is to quote prices f. o. b. 
destination, but for assignment to sales expense, if 
allowed only in certain cases to obtain sales that would 
otherwise be lost. Freight prepaid or allowed on goods 
returned by the company might be thrown into some 
factory expense, if due to buyer’s error, or charged back 
to the seller, if the latter was at fault. Packing and 
shipping expenses ordinarily are classified as sales 
expense, but authorities differ regarding receiving ex- 
pense, some suggesting addition to the cost of materials 
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and others contending for a manufacturing expense account allo- 
cation Trucking expenses may be divided between material 
costs and sales expenses. The expense of administering the 
traffic department proper is not classified by cost accountants 
who generally ignore it; probably it is usually handled, as a 
general administrative expense. 

Irrespective of these variations in theory and practice, 
these transportation outlays and expenses will finally be in- 
cluded in some one or more of the departmental budgets. Thus, 
the purchasing agent probably submits his estimates in terms 
of the f. o. b. destination costs, which, of course, include the 
in-freight, and the sales department will budget sales in terms 
of invoice prices, which include out-freight added to the invoice 
if sold f. o. b. destination, while the sales expense budget will 
include transportation items properly allocable against sales, 
which do not appear in the sales budget. It seems, therefore, 
that, under present accounting practices, the outlay and expense 
budgets of the other departments will provide the finance depart- 
ment with the necessary data concerning transportation ex- 
penses as well.‘ 

A Coordination Device 

Again, consider the budget as an inter-departmental coor- 
dinating device. The point was made that the budget enabled 
each department to plan its activities in harmony with the plans 
of other departments. Thus, factory would not make more than 
sales could sell or, if productive capacity should happen to be 
the limiting factor, as it sometimes was at the time of the war, 
sales would not oversell that department. Likewise, purchasing 
would undertake to keep inventories sufficient to keep produc- 
tion going, but low enough to avoid unwieldy stocks. In what 
we are pleased to term “normal times,” transportation capacity, 
taking the system as a whole, is probably not a limiting factor 
on the plans of the marketing departments, though adverse 
freight rates, car distribution rules, embargoes and car short- 
ages, shortage of shipping tonnage, have been vital factors in 
the past. Generally speaking, a firm can buy all the transporta- 
tion it requires. If, however, it undertakes to provide its own 
transportation, then the amount of equipment required and 
obtainable must be considered. Furthermore, transportation 
is a service and cannot be stored; hence, no problem of inven- 
tories exists in connection with the purchase of such services. 
An oversupply of transport equipment and supplies, however, 
is possible; that is, the mal-adjustment between the supply of 
and demand for transportation service manifests itself in the 
shape of excess capacity to render transportation service. Taken 
alone, this consideration probably would not justify the installa- 
tion of centralized traffic budget. 

But positive reasons can be advanced to justify this device. 
First, it would require that the chief traffic executive should 
definitely plan his activities for the budgetary period, and plan 
them with due consideration for the plans of other departments. 
Here, as in other departments, the general benefits resulting 
from pre-planning would probably be evident. 

Second, it would give to the chief and major departmental 
executives a concise picture of the transportation aspects of 
their industry, that, under the usual conditions, they do not 
possess. This would serve to render them more conscious of 
transportation problems and thus effect a certain amount of 
transportation education—a condition much to be desired, if the 
repeated statements of industrial traffic men may be accepted. 
With the responsibility for traffic and transportaton functions 
scattered throughout the organization and the costs largely con- 
cealed in other estimates, these problems do not appear in their 
proper perspective; with centralization of responsibility, and 
segregation of outlays, doubtless, a more correct impression of 
the importance of transportation would result. It might 
strengthen the consciousness of the relations between traffic and 
other departments, which, in turn, would promote more com- 


* tWhile most standard texts on cost accounting deal somewhat 
with transportation expenses, Jordan-Harris, Cost Accounting, Chap- 
ter 9, appears to be the most thoroughgoing treatment. These authors 
state “There is probably no other part of the cost accountant’s work 
regarding which there is so much question as the handling of freight, 
express, postage, and all other forms of transportation charges.”’ Traf- 
fic men will probably be interested in a discussion of ‘“‘How Should 
Freight and Handling apogee on Finished Goods in Branch Waree- 
houses Be Handled?” by J. J. lane 1930 Yearbook, National Associa- 
tion of Cost Accountants, pp. 71-79. The writer has had both traffic 
and accounting experience. It is curious, but I cannot find in the 
literature of accounting any discussion of the methods of treatment 
for transportation claims. 

3J. O. McKinsey, Budgetary Control, p. 97. 

*Castenholz argues for the former and Lawrence for the latter. 

‘One possibility occurs to the writer. Suppose that transportation 
charges should constitute a large fraction of the cost of the goods 
and that these charges should be concentrated at one time, and pay- 
ment for the goods themselves should be made some time later. Phan 
finance would be required to plan the payment of transport charges 
separately from the payment for the goods themselves. The tendency 


to discount bills for cash would offset this time discrepancy. 
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plete cooperation between them in other than budge 


matters. Generically, this is regarded as an important by. 
product of the device, and, specifically, industrial trafic Mey 
often complain of a lack of cooperation, and of failure of the 
marketing departments to acquaint traffic with their plans, 

Third, the transportation ratios, such as freight costs q ton 
received or shipped, would serve as a useful standard by Which 
the chief executive could gauge the effectiveness of all th 
traffic departments. As previously suggested, this ratio coyj 
be compared with that of former years or even with that found 
in other firms or industries. Variations in this ratio would douh, 
less, occur; the chief executive would be prompted to inquire ¢op. 
cerning the reasons for the changes. This would, doubtleg 
require of the traffic manager greater familiarity with 4 
phases of traffic work and the inter-relations between thy 
activity and the activities of other departments, for it is quit, 
conceivable that the explanation of increases or decreaseg jy 
the transportation ratio would be found in the policies inaug. 
rated by the sales or purchase departments. 


Traffic Budget as a Check 


Fourth, the foregoing statement suggests that the trafic 
budget might be used as a check on the performance of othe 
departments. Suppose, for example, the purchase records show 
that the cost a ton of materials bought is materially less this 
year than last. Now, what is the explanation of this improve 
ment? Was it due to changes in the price levels of th 
materials? Or to changes in the quality of materials bought’ 
Or was it due to the substitution of materials located at 
greater distance from the factory, whose lower unit price was 
offset in whole or in part, by greater costs of transportation? | 
the transportation charges have been segregated to show the 
cost a ton of inbound materials, then it will be possible to 
— what effect, if any, freight rates may have had on this 
actor. 

Similar questions may be raised concerning the sales 
activities. Thus, if this department in striving for volume is 
forced to go farther afield and is required to pay larger freights 
to place its goods in the hands of distributors or to shrink the 
profits a sales unit by equalizing the freight rates of com- 
petitors, these facts should be reflected in a rising ratio of 
transport cost a unit of sales. Similarly, an increasing tendency 
toward hand-to-mouth buying, with smaller shipments, should 
ultimately affect the transport charges and shipping room ex. 
pense a unit of sale. The tendencies might all be justifiable, or 
even unavoidable. But, without a clear showing of the trends 
in trffic outlays and expenses a unit of sales and purchases, 
management might never be stimulated to seek an explanation 
of the causes of variations. 

This leads to the observation that, while such ratios have 
some value per se as tests of effectiveness, they may have even 
greater utility in that they stimulate research into the effect 
of busitiess changes that otherwise might not be ascerained. 
While it is true that periodic cost studies may be productive of 
benefit, yet these probably will not be undertaken until the 
change is already sufficiently pronounced to be readily per- 
ceived. Continuous cost records, on the other hand, would 
lead to earlier perception of the trend. The importance of 
research into the transportation factor in industry should be 
apparent in this day when relocation of industry is a debated 
issue and the processes of physical distribution and marketing 
costs are being subjected to more careful scrutiny. 

(To be continued) 


SPLIT DELIVERY CASE 


Opposition to the tentative report of the bureau of regula 
tion of the Shipping Board in No. 45, Associated Jobbers of Los 
Angeles vs. Argonaut Steamship Line et al. in which it is 
recommended that a charge of 10 cents a hundred pounds be 
required for split-delivered shipments on the Pacific coast, is 
expressed by the Argonaut Steamship Line and the Isthmial 


- Steamship Lines in separate exceptions and arguments in sup 


port thereof filed with the board. F 

The Argonaut says there is no evidence which would justify 
the board in fixing a maximum rate of 10 cents a hundred 
pounds for the service involved in the making of a split delivery 
of a carload shipment between Pacific coast ports of call. 

“The arbitrary determination of such a maximum rate, 
wholly unsupported by the evidence before this board, would 
be contrary to law, unjust, unfair and unreasonable and com 
pletely without justification,” it is asserted. 

The Isthmian Lines assert the charge of 10 cents recom 
mended by the bureau represents the “total out-of-pocket cost 
of stevedoring at both the Atlantic and Pacific coast ports and, 
we assert with the profoundest respect, that such a charge cal 
not be justified upon the record of this case.” 
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OCEAN FREIGHT DEVELOPMENTS 
The Trafic World New York Bureau 


Further depression of rates and an increase in the number 
of unfixed spot vessels marked a dull week in the full cargo 
trades, With freight brokers’ reviews of the situation reporting 
no indications of improvement, barring some signs of a possible 
betterment in the West Indies division in the next few weeks. 

A single grain fixture was reported, with Antwerp-Rotterdam 
rates On &@ Minimum basis. In the sugar trade the Cuban em- 
bargo was extended an additional five days. An inquiry for a 
small steamer to the Continent for end December-early January 
loading on the basis of about 13s is reported. Stronger inquiry 
in the Gulf-River Plate lumber trade is seen as indicating pos- 
sible betterment in this direction for December and January 
loading. 

A single coal cargo fixture was reported, a Greek steamer 
accepting a cargo to La Plata or Montevideo for end December- 
early January loading on the basis of $2.90. Further business at 
about this figure can probably be done for January loading. 

The effective date of the termination of the working agree- 
ment between the Atlantic-Far East and Pacific Westbound con- 
ferences, originally scheduled for December 15 has been post- 
poned to January 31 at the request of the eastern group. It is 
understood that, in the intervening period, efforts will be made 
to hold a joint meeting of the two conferences at some central 


point to adjust the differences of opinion now existing and per- 


petuate the working agreement, either in its present or a read- 
justed form. 

The Gulf-Mediterranean Conference has reduced the rate on 
heavy hardwood lumber from the Gulf, and is now quoting the 
following: West Italy and Adriatic ports, 40 cents; Sicilian and 
Sardinian ports, 45 cents; French Mediterranean and North 
African ports, 50 cents; Tunis, 55 cents. Oak and other heavy 
hardwood lumber to Spanish Mediterranean ports, 45 cents; gum 
to Spanish Mediterranean ports, $16. 

The rate on light hardwood lumber and flooring is 10 cents 
over the heavy hardwood rate. The rate has also been reduced 
on logs weighing 9 pounds and over and is now 40 cents to West 
Italy and Adriatic ports; 45 cents to Sicilian and Sardinian ports. 
If the logs weigh under 9 pounds the rate is 5 cents additional. 
The rate on logs to French Mediterranean, North African and 
Spanish Mediterranean ports is the same as on heavy and light 
hardwood lumber. 

Monthly sailings from Philadelphia to Northern Brazilian 
poris have been resumed by the American-Brazil Line, with the 
sailing of the steamer Biboco from Philadelphia November 22. 
The line was recently purchased from the Shipping Board by 
Charles Devlin of Philadelphia and associates. 

The South African Conference lines have announced that a 
reduced freight rate of 17s 6d a ton for specific bookings of 
maize will be extended and will apply to December. The rate on 
shipments of maize bags to the United States during December 
will be 2s 6d a ton. 

Announcement has been made by the New England Steam- 
ship Company that the Bay State Line, operating nightly passen- 
ger and freight service between Providence and New York with 
the steamers Georgia and Tennessee, will be discontinued. The 
traffic will be taken over by the Providence Line, also a sub- 
sidiary of the New England Steamship Company. 

The Norwegian steamer Laval County, 6,900 tons deadweight, 
has been chartered by the New England Transatlantic Line to 
make the first sailing from Boston to London and Antwerp in- 
stead of the steamer Nyhaug, previously slated to inaugurate the 
service. The Laval County will go on the loading berth at Mystic 
Wharves December 10 and will make her first sailing from 
Boston December 20. 


The Kerr Steamship Company announces that the Silver 
Line has decided to begin a regular direct service from United 
States Gulf and Atlantic ports to Bunder Abbas, Bushire, Moham- 
Merah and Basrah, calling at Bombay and Karachi en route. The 
Service will be started with the motorship Silverpine, to sail 
from Galveston December 24, New Orleans December 29 and 
New York January 9. Other vessels will sail monthly thereafter. 
Application is being made to join the conferences of the regular 
lines that serve directly any of the ports en route that may be 
included in the itinerary and meantime the rates of such con- 
ferences will be observed. 

The Cosulich Line has announced that it will handle freight 


at Pier 90, North River, New York, hereafter instead of at Piers 
22 and 23, New York Docks, Brooklyn, as formerly. 

The United States Lines, Inc., have announced that construc- 
tion of the largest and fastest merchantman ever built in the 
United States will be started December 4 in the Camden yards 
of the New York Shipbuilding Company when the keel of the 
first of the two 30,000-ton ships for the United States Lines will 
be laid. The keel of the second liner will be laid about three 
months later and both vessels will be delivered in 1932. 

It is reported that meetings of the lines comprising the 
North Atlantic Continental Freight Conference will: be held 
shortly in New York to discuss the dissension between the lines 
serving Hamburg and Bremen and those serving Antwerp and 
Rotterdam. The Antwerp-Rotterdam group quote a 10 per cent 
differential under the German lines on freight shipments and 
it is the stand of the latter group that traffic for the Rhine dis- 
trict and other interior points in Germany is being diverted to 
Antwerp and Rotterdam because of the lower rate. 

The matter is said to be approaching a crisis and although 
the lines serving the German ports will do everything in their 
power to prevent a rate war, they feel that their complaint is 
justified and will make a firm stand for their rights. A European 
meeting among officials of a number of the lines was also sched- 
uled to take place. 

An agreement has been reached by representatives of the 
Port of New York Authority, the City of Hoboken and the Paul 
W. Chapman interests in regard to the purchase of the Hoboken 
pier property. The Port Authority, under the terms of the agree- 
ment, would purchase the property for $4,282,000, the amount bid 
by Paul W. Chapman, and would lease it to the Chapman inter- 
ests for $500,000 a year for the first five years and $515,000 a 
year for the last thirty-five years. The Port Authority is to issue 
$5,000,000 in bonds to finance the project and title would revert 
to the City of Hoboken at the end of forty years or earlier if the 
bonds should be taken up in the meantime. The Port Authority 
also agrees to rebuilt Pier 5, which was destroyed by fire some 
years ago. 

No report has as yet been submitted by the finance commit- 
tee of the Port Authority and approval by the Hoboken author- 
ities and the Shipping Board must be obtained before the deal 
can go through. Thé City of Hoboken would receive $25,000 on 
transfer to the Port Authority of any interest it may have in 
the property and $175,000 a year in lieu of taxes for the first five 
years and $160,000 a year for the succeeding years. 


OCEAN AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 have been approved by the Shipping 
Board: 


Trans-Pacific Passenger Transportation, which includes the fol- 
lowing lines: American Mail Line, Canadian-Australasian Royal Mail 
Line, Canadian Pacific Steamships, Limited, Dollar Steamship Lines, 
Inc., Ltd., Los Angeles Steamship Company, Matson Navigation Com- 
pany, Nippon Yusen Kaisha, and Union Steamship Company of New 
Zealand, Ltd. By the terms of this agreement any member line which 
may operate any other service extending beyond the boundaries of the 
basic Trans-Pacific Passenger Conference agreement (i. e., between 
Pacific coast -~ of North America and Hawaii-Orient-Australasia- 
Malaysia-South Sea Islands) may include such service or any part 
thereof in the jurisdiction of the conference; but such inclusion shall 
not obligate any other member line operating an extended service to 
do likewise. Provision is also made for participation, through mem- 
bership in committees in the Orient, of lines ineligible to membership 
in the parent conference because not operating to or from a Pacific 
coast port of North America. Such participation would be in respect 
to competitive interport passenger services in the Orient, Australia, 
New Zealand, Malaysia and islands of the South Seas. This supple- 
mental agreement also particularizes the modus operandi of action by 
the member lines under the basic agreement of the conference ap- 
proved by the board April 2, 1930. For illustration it specifies the 
persons and classes of persons to whom free or reduced fare ocean 
passage may be accorded: e. g., to officers, employes and agents of 
member lines, permanent salaried officers of North American railroads 
and steamship lines, missionaries, charity passengers, party organizers, 
family parties, members of theatrical organizations, and athletic teams. 
As originally filed this supplemental agreement contained provisions 
permitting the granting of reduced fares, when traveling at their 
own expense, to United States and British diplomatic officials and 
consular officérs and employes, American justices of the Supreme 
Court of the Philippine Islands, Canadian trade commissioners and 
army and navy officers, Upon reconsideration, however, the lines now 
resubmit the agreement with these provisions deleted. 

Williams Steamship Corporation with Transatlantic Steamship 
Company, Ltd.: Arrangement for through shipments from Atlantic 


coast ports to New Zealand of call of Transatlantic Steamship 


Company, with transshipment at Los Angeles Harbor or San Fran- 
cisco. hr 


ough rates are to be based on direct line rates and are to 
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be apportioned equally between the lines, each of which is to assume 
one-half the cost of transhipment. N 

Quaker Line with Holland-America Line: Provides for through 
movement of shipments of canned fish, canned goods and dried fruit 
from Pacific coast ports of call of Quaker Line to Rotterdam and other 
ports of call of Holland-America Line. Through rates are to bé based 
on direct line rates and apportioned equally between the lines, each 
of which is to absorb one-half the cost of transshipment at New York. 

The Middlesex Transportation Company with Eastern Steamship 
Lines, Inc.: Through routing arrangement whereby through shipments 
are handled between New Brunswick, J., and Boston, Mass., and 
Portland, Me., at rates set forth in tariffs of the Eastern Steamship 
Lines on file with the board. Transshipment is to be effected at New 
York, the Middlesex vessels to call for and deliver cargo at the pier 
of the Eastern Steamship Lines. When vessels of Middlesex do not 
call at Eastern pier the cost of transferring shipments by truck is to 
be absorbed by Middlesex out of its proportion of the through rate. 

Williams Steamship Corporation with Joseph Constantine Steam- 
ship Line, Ltd.: The agreement which it is desired to cancel provides 
for through movement of shipments from Atlantic coast ports of the 
United States to New Zealand, with transshipment at Los Angeles or 
San Francisco, and was approved by the board February 5, 1930. Can- 
cellation of the agreement is requested because of discontinuance of 
its New Zealand service by the Constantine Line. 


‘ WATER RATES ON CIGARS 


Examiner H. S. Brown of the bureau of regulation of the 
Shipping Board in a tentative report in No. 62, York County 
Cigar Manufacturers’ Association vs. American-Hawaiian Steam- 
ship Co. et al., has recommended dismissal on the ground that 
respondents’ rates on cigars from Philadelphia to Pacific coast 
ports have not been shown to be violative of the shipping act, 
1916, as alleged. The rates on cigars were compared with rates 
on cigarettes and it was alleged that the latter rates were pref- 
erential and that complainants, as shippers of cigars, were 
subjected to undue and unreasonable prejudice and disadvan- 
tage. In his conclusions, Examiner Brown said: 


In defense of the lawfulness under section 16 of the higher rates 
on cigars than on cigarettes, the respondents show that the cigarette 
rates represent a situation forced upon them by competition with 
transcontinental railroads, the details of which competition they re- 
view at length. Further, as justification for the higher rates on cigars 
than on cigarettes they testify the former commodity is more haz- 
ardous to handle, due to the greater susceptibility of that commodity to 
breakage, and to mold or mildew. Moreover, the higher cigar rates 
are justified, they testify, because it is necessary for them to go to 
the additional expense of extending special or “locker’’ stowage for 
cigars, which character of stowage is not required in the case of 
cigarettes. Absence of claims on cigars, the respondents submit, is 
accounted for by the “extraordinary service’’ which they furnish in 
handling and transporting that commodity. With reference to none 
of the above do the complainants or intervener present anything 
negativing that the respective spreads between the carload and less- 
than-carload quantity rates on the two commodities are not thereby 
justified. In short, examination of the record fails to produce suffi- 
cient ground upon which to predicate any conclusion that by the pre- 
ponderance of evidence the complaining parties establish that the 
rates attacked are violative of section 16 of the statute, as alleged. 


PLUMMER ON SHIP SUBSIDIES 


Justification for subsidizing the American merchant marine 
on the ground that foreign competitors take subsidies from the 
wages of workmen while Americans are paid high wages was 
put forth by Vice-Chairman E. C. Plummer, of the Shipping 
Board, in an address November 25 at Baltimore, Md., in connec- 
tion with establishment of the service of the Baltimore Mail 
Steamship Company. 

“Let our competitors stop taking subsidies from the wages 
of their workmen and instead pay those workmen, beginning 
with the men who mine the coal and ore, and continuing on up 
to the men who put the finishing touches to the ship, as well as 
to those who operate and repair such ships, the same rate of 
wages paid the workingmen of the United States,” said he. 
“Then the United States would find it necessary to pay no more 
in mail contributions than the mail payments and naval subven- 
tions which our competitors’ ships receive from their respective 
nations. 

“Now which is the better, the more equitable, plan: to have 
the government contribute to the support of its merchant marine 
from general funds, to which funds capital and labor contribute 
in proportion to their means, as is the United States plan, or to 
compel the workingman alone, through holding down his wages 
to the lowest possible point, to bear the greater part of that 
burden of aid to their nations’ shipping, as long has been, and 
still is, the regular practice of our maritime competitors? For 
eighty per cent of the cost of a ship is labor. 

“The immense subsidies which foreign ships squeeze out of 
the wages of those who build and operate them are no less sub- 
sidies because they are taken from labor alone than are govern- 
ment payments to ships, to which payments the people as a 
whole contribute. Is anyone so dull that he cannot comprehend 
this perfectly obvious fact? Why, then, do critics of our policy 
ignore it? The answer is too plain to require statement.” 

Commissioner Plummer directed attention to a report that 
the Japanese government had decided to pay a subsidy to ocean- 
going tramps operating between foreign ports or in the so-called 
indirect trades—not between Japanese ports and other ports but 
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between ports of other countries. He said this meant that gy, 
sidized Japanese vessels would be competing for trade betwee 
the United States and Great Britain, etc., and that should tj 
be developed where such subsidized competition became of Teal 
importance, other great maritime nations were bound to meet j; 
in just one way—taxation of cargoes carried by ships in indireg 
trade, “an eventuality which American shipping can face wit, 
perfect equanimity.” 

In conclusion the commissioner said that “while our lay; 
never will, never were intended to, and never should give us, 
merchant marine tonnage even approaching the merchant mari, 
tonnage of Great Britain—a world-circling empire which nee 
and should have the largest ocean-going merchant marine in t 
world—our shipping will become in a few years ample to sery 
the needs of American commerce, to see that American cop, 
merce is properly developed and cared for, and that is the so 
commercial purpose, the sole commercial justification of gy. 
ernment aid to American shipping.” 


HOOVER SHIPPING COMMISSION 


Members of the commission appointed by President Hoovg 
to investigate Shipping Board problems conferred this week wit) 
members of the Shipping Board and other government officiak 
It is expected that the report of the commission will be mak 
to the President in the near future. The members of the con 
mission are Ira A. Campbell, general counsel of the Americy 
Steamship Owners’ Association; Clarence M. Woolley, president 
American Radiator Company; Edward N. Hurley, formerly chai: 
man of the Shipping Board; H. G. Dalton, of Cleveland, anj 
George S. Jackson, of Baltimore, Md. 


FLEET ADDS ANOTHER VESSEL 


Due to improving conditions in Brazil and Argentina ani 
the continued demand for refrigerator space, another vessel wil 
be added to the fleet of the Westfal-Larsen Company Line 
according to an announcement by Drew Chidester, vice-presi 
dent, General Steamship Corporation. The new vessel, the 
MS Heranger, will enter the service in January, temporarily 
replacing the Hindanger. With her larger refrigerator com 
partments, the Heranger will grant a certain amount of relic 
to shippers who are seeking space for the shipment of apples, 
pears and other fresh fruits to the Brazilian and Argentin 
markets. The Hindanger is being berthed for Europe, wher 
she will undergo a certain amount of overhauling before retur- 
ing to the South American run next April. 


SHIPS FOR PACIFIC-SOUTH AFRICAN LINE 


The Shipping Board has directed the Merchant Fleet Cor 
poration to charter two additional vessels for operation on the 
Pacific-South African line to the South African Dispatch Line 
of San Francisco in order to insure to shippers in the trade 
involved complete American flag service to and from the port 
of South Africa. The vessels to be chartered under this author 
ization have not been decided upon as yet, and their selectio 
will result from further negotiations between the Fleet Corpor 
tion and the line. 

The Pacific-South African Line began its operations as% 
charterer of Shipping Board vessels early in 1929 and in its 22 
months of operation has succeeded in increasing the volume of 
freight handled to a considerable extent, according to the boart 
It is at present maintaining service with three motorships chat 
tered from the board. Under its expansion program, it is i 
tended that the services of the line shall be extended to inclué 
calls at foreign ports hitherto not reached by American {i 
service from the Pacific coast. The period for the charter of tle 
two vessels will be one year, with the option of renewal for thre 
additional years. 


NEW ENGINES FOR MILWAUKEE 


Prospective purchase of one of the largest fleets of steal 
locomotives ever ordered at one time by a western railroad § 
disclosed in an announcement that the Milwaukee is makilé 
inquiry for prices on 40 freight and 17 passenger train locom? 
tives for delivery early next year. The inquiry covers eight 
Hudson passenger locomotives similar in type to a fleet of ik 
placed in service on through runs between Chicago and Mit- 
neapolis early this year, and nine Mountain type, for proposel 
use between Minneapolis and Harlowton, Mont., a run of S$ 
miles, without being detached from the train. This is said 0 
be one of the longest assigned engine runs in the world and hi 
been decided as practicable following test of a single Mountall 
type which has been used on the run since spring. At Harlo¥ 
ton steam power is replaced by giant electric engines for the 
run across the Rocky, Bitter Root and Cascade mountains # 
the route to the Pacific coast. 
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Motor Vehicle Transportation 


TRUCKS FOR FOOD DISTRIBUTION 


The rapid rise of the motor truck as an agency of distribu- 
tion in the food industry in the last ten years, and some of the 
reasons for it are discussed at length in a “Monthly Letter,” for 
November, issued by the Live Stock Bureau of Armour and Com- 
pany, Chicago. , ‘ — , 

Estimates from various sources, it says, indicate that in 
1929 the western railroads alone were deprived of between ninety 
and a hundred million dollars in revenue, due to truck competi- 
tion. Although a wide variety of food products move from the 
fam to market by motor truck and the range of the usefulness 
of the truck in that connection is extending rapidly, it finds that 
“the principal farm commodity marketed by truck from the corn 
pelt is live stock.” ; 

Figures covering the sixteen principal live stock markets 
show that truck receipts at those markets have steadily in- 
creased from two million head of all live stock in 1918 to thirteen 
and three-quarters million in 1929, according to the report. The 
“ryucked-in” receipts in 1929 amounted to almost 22 per cent of 
the total receipts at the sixteen markets, it is shown. 

“As a specific example of the great volume of truck re- 
ceipts,” it is stated, “figures for one day’s receipts at a single 
market may be quoted. At East St. Louis, June 10, 1930, the 
biggest day experienced at that point for total truck-ins, 1,539 
trucks brought in 3,588 cattle and calves, 4,988 hogs and 3,284 
sheep. The total estimated receipts for that day were 6,000 
cattle and calves, 12,500 hogs and 4,000 sheep.” : 

A steady and rapid increase in the ratio that trucked-in 
receipts bear to each class of live stock at each of the given 
sixteen markets since 1918 is shown, says the statement. “An 
increase for cattle from 1.7 per cent to 13.5 per cent is shown; 
for calves 7.38 per cent to 28.6 per cent; for hogs from 4.2 per 
cent to 28.9 per cent, and for sheep from 1.7 per cent to 12.8 
er cent.” 

F An “interesting” fact, as presented by the report, is that, as 
illustrated by receipts at Omaha, the increase in number of stock 
trucked in has been more rapid in very recent years than previ- 
ously. It is pointed out that a little less than a million head of 
live stock were received by truck at Omaha in 1926, and that the 
increase between 1923 and 1926 was only about 200,000. In an 
equal space of time, from 1926 to 1929, receipts by truck more 
than doubled, receipts in the latter year having been 2,103,182 
head. 

“No comprehensive figures exist which measure the volume 
of business handled by motor trucks, either as a national busi- 
ness or aS a competing factor with railroad and water trans- 
portation it is stated,” referring particularly to truck marketing 
of fruit and vegetables. “The only indices available are to be 
found in regional studies which have been undertaken by the 
U. S. Bureau of Agricultural Economics and by certain state 
agencies.” 

The results of some of those regional studies are then cited. 
According to the report, a study by the Bureau of Agricultural 
Economics, in 1928, in southern Indiana and Illinois, shows that 
38 per cent of the movement covered arrived at the consuming 
market via truck, as compared to 62 per cent by rail, in southern 
Indiana, while in Illinois the truck movement represented 23 per 
cent of the total. The situation was somewhat similar in other 
territories where studies have been made, resulting in the com- 
ment that “apparently this phase of the industry is still in its 
infancy, and further growth can be expected.” 


Reasons for the rapid increase in importance of the truck 
a8 an agency of transportation in the food products industries 
are advanced in the first part of the article. Attention is called 
to the fact that there was a 30 per cent decrease in the volume 
of rail L. C. L. shipments between 1920 and 1928, while the 
carload traffic in 1928 was 15 per cent greater than in 1920. 

In part, that section of the statement reads as follows: 


The decade since the war has witnessed the most extensive 


‘changes in our method of living that have occurred in our history. 


haracteristic are the declining proportion of rural dwellers, the grow- 
ing urban populaticn, the shift from house to apartment, the rapid 
replacement of the coal or wood stove by gasoline, gas and electric 
devices for cooking, the rise of electric refrigeration, and the increased 
Use of perishable foodstuffs, together with a hundred and one details 
of home management that have become commonplaces, even in com- 
Parison with the immediate pre-war period. Dominating all these 
hanged conditions is the driving spirit of the times—that urge for 
Speed, demanding immediate results in all fields of service to the pub- 
lic, impatient of any delay. Out of these public demands and, appar- 


ently, pressing needs have come our present day efficient and ever- 
improving means of communication and transportation. All of these 
influences, in combination, have resulted in the phenomena of hand- 
to-mouth buying, light retail stocks, the generalized food shop in place 
of the old-fashioned specialized grocery, meat’ market or fruit and 
vegetable store, the diversified drug store whose business in drugs 
seldom constitutes 10 per cent of the total volume done, and the mod- 
ern chain store. 

The responsibility for bridging the gap between the manufacturer 
who formerly dispensed his products in large units (tierces, tons, cases, 
gross, dozens, etc.) and the ultimate consumer, is being pushed back 
nearer and nearer to the manufacturer himself. The retail dealer, 
who used to keep on his shelves stocks of all commodities he handled, 
is practically non-existent, and the wholesaler is rapidly placing the 
responsibility for maintaining ready supplies on the shoulders of the 
manufacturer himself. And the manufacturer, where he is able, is 
pushing the_responsibility back to the dealer in, or producer of, raw 
materials. For example, during the unfavorable wool and hide mar- 
kets which have occurred from time to time during the last decade, 
one need only study the points along the channel from producer to 
consumer where the supplies have accumulated, in comparison with 
corresponding situations in the 90’s, to see how successfully the dis- 
tributive systems have forced the processors and assemblers to bear 
increasing responsibility for stocks. 


“The chief factor in making both the new method of living 
and the new method of merchandising possible,” it is stated, 
“has been, without doubt, the improvement in transportation. 
Thirty years ago our community life was dominated by freight 
car. The only economical movement of commodities was in car- 
load lots; or, looked at in another way, the dealer who could 
purchase in carload lots had a definite advantage, because of 
the freight rate structure, over his competitor who was supplied 
on a less-than-carload basis. Every inducement, therefore, ex- 
isted to buy in large lots and to have storage facilities both on 
the dealers’ shelves and in the home. 

“Yet in spite of the economic advantages of tradirg in larger 
units, up to the time of the war, the pressure of convenience on 
the part of the housewife was resulting in increased movements 
of many commodities, especially foodstuffs, in less-than-carload 
lots. Fluctuations in the gross figures on this latter type of 
movement were not always significant of the trend, as there was 
a constant growth in the traffic in the especial articles which 
the housewife demanded most insistently. The motor truck and 
the improved highway made possible the satisfying of her de- 
mands and both hand-to-mouth buying and hand-to-mouth living 
became standard.” 


HIGHWAYS AND EMPLOYMENT 


Improvement of highways at this time to relieve unemploy- 
ment is favored by the President’s Emergency Committee for 
Employment, according to Colonel Arthur Woods, chairman, but 
the construction of new transcontinental highways, urged by 
some, is not now needed. The committee feels that a new trans- 
continental highway is not as vital as other types of highway 
construction. The committee recommends that main highways 
leading into large cities be widened and improved in order that 
they may take care of the traffic that feeds into them more and 
more as they approach closer to large centers. It is recom- 
mended that where additional highways of this character are 
needed such highways be built. It is further recommended that 
more roads be built leading around large centers of population 
and that roads serving more remote farming sections be devel- 
oped. 


GRADE CROSSING ACCIDENTS 


A continued improvement in the highway grade crossing 
situation was shown in reports for the first eight months this 
year filed by the railroads with the Commission. 

Accidents at highway grade crossings totaled 2,995 for the 
first eight months, a reduction of 573 compared with the same 
period in 1929. Fatalities resulting from such accidents totaled 
1,286 in the eight months this year, a reduction of 218 compared 
with the first eight months of 1929, while persons injured so far 
this year totaled 3,393, a reduction of 693 compared with the 
year before. 

For the month of August alone there were 364 accidents at 
highway grade crossings, a reduction of 93 under August last 
year, while 180 fatalities were reported as caused by those acci- 
dents. This was a reduction of nineteen compared with the 
number reported for August, 1929. Persons injured in highway 
grade crossing accidents in August this year totaled 389, com 
pared with 529 in the same month one year ago, : 
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PARCEL POST PROPOSALS 


Plans of the Post Office Department looking to increased 
parcel post business and an adjustment but not a general in- 
crease of parcel post rates were revealed November 24, when 
Postmaster-General Brown announced the appointment of Jess 
C. Harraman as director of parcel post, effective December l, 
to succeed Aaron W. Watts, who will continue as superintendent 
of the division of cost ascertainment. The latter has been filling 
both positions since August 3, 1928. 

Mr. Harraman, a native of Union City, Ind., has for some 
years been a senior examiner of the Interstate Commerce Com- 
mission, and previously had experience in various capacities 
with railroads, express companies and as traffic director of a 
commercial company. He is an attorney at law, a member of 
the bar of the District of Columbia, state of Indiana, and ad- 
mitted to practice in the United States courts. 

The office of director of parcel post was first authorized by 
act of Congress, approved May 29, 1928, effective July 1, 1928, 
but no separate appropriation was made until May 15, 1930, 
for the fiscal year ended June 30, 1930, when funds were made 
available for a skeleton force forming a division of parcel post. 

Mr. Harraman will rank with the superintendents of divi- 
sions in the various bureaus and will be attached to the bureau 
of the Third Assistant Postmaster-General. 


Transport Expert Desired 


“While it has been the consistent policy of the Postmaster- 
General to appoint superintendents from the ranks of postal 
employes, in this case he decided that experience with other 
transportation organizations would be valuable and serve to 
introduce new views to the problems of originating traffic and 
the collection, transportation, distribution and delivery of parcel 
post,” said a statement issued by the department. 

“The growth of the parcel post since its inception has been 
phenomenal and the time has arrived when it is necessary to 
centarilze the various considerations affecting the handling of 
the large amounts of packages which are now intrusted to the 
postal service. These considerations involve such matters as 
methods of handling, introducing economy in cost, the read- 
justment of rates, special handling features, and a study 
of the need of store-door collection service, the location and 
arrangement of special buildings and the installation of special 
conveyor equipment. In presenting this matter to the appro- 
priations committee last year John W. Philip, the Fourth Assist- 
ant Postmaster-General, stated that it was ‘proposed to secure 
a practical transportation man to act as director of parcel post, 
preferably from one of the large express companies, mail order 
houses or elsewhere; that he would travel to a considerable 
extent and contact with outside business, as well as with the 
various branches of the postal service having to do with parcel 
post matters.’ 

Increase to Be Sought 

“One of the purposes to be pursued will be the possible 
increased traffic from new sources without interfering with the 
legitimate field of other transportation systems. 

“The American Farm Bureau Federation has long advocated 
the idea of concentrating upon this subject and it was through 
the influence of that federation that provision was made in the 
1928 rate bill for erecting this division. Mr. Chester H. Gray 
stated in these hearings that ‘it is certainly evident that one 
thing needed is an injection of a little of the old-fashioned 
“business getting” spirit back of the parcel post system. That 
is why we insist on a director of parcel post.’ In answer to a 
question by Congressman Ramseyer as to whether he has to 
be a business getter and an advertiser of this particular service 
in the Post Office Department, Mr. Gray said he “would like 
to have him be so, with a rank and position in the Post Office 
Department which would carry weight for that official. I would 
just make this further observation. A director of parcel post 
could do a great deal of good by attending the annual meetings 
of the great farm organizations, to promote among farmers them- 
selves a greater use of the parcel post.’ 

‘It is the purpose of Postmaster-General Brown to give the 
fullest possible encouragement to the promotion of the parcel 
post business by opening up new fields particularly in respect 
of farm products, thereby encouraging the contact of producer 
and consumer. 

; Adjustment of Rates 

“The growth of the parcel post business is evidenced by a 
comparison of volume of the fiscal years 1929 and 1930. During 
the year ended June 30, 1929, the postal service carried 770,00U,- 
000 packages, from which revenue was derived amounting to 
$143,000,000. During the year ended June 30, 1930, the service 
carried 837,000,000 packages with an aggregate revenue of 
$152,000,000. The increase during a year when most other 
traffic suffered recessions, resulted in a reduction of the loss 
from that particular class of mail based upon the methods of 
apportionment of costs in use in the department of more than 
$4,000,000, the loss for the year ended June 30, 1930, being 
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$15,570,000, as against $19,778,000 for the preceding year. Th, 
possibilities in the direction of increased traffic is one to whic, 
much importance attaches, and it is the intention eventually {, 
overcome the loss existing in this class of mail not by a genery 
increase of rates but by adjustment of rates between zone, 
certain zones appearing to be losing zones and others Profitable 
by a thorough study of the physical handling of the traffic ang 
the stimulation of volume.” 


WCRK ON FEDERAL AIRWAYS 


Eight contracts amounting to a total of $288,209.42 for equip. 
ment on the federal airways have been awarded by the aem. 
nautics branch of the Department of Commerce. The Westing. 
house Electric & Manufacturing Company was awarded a cop. 
tract for 30 visual type radio range beacon transmitters anj 
accessories, at a cost of $268,453.92, which will be installed op 
the federal airways by the aeronautics branch under its program 
of providing radio aids to air navigation. The other contracts 
were for small amounts. 


AIR-RAIL TRANSPORT IN CANADA 


Both the transcontinental railway companies in Canada have 
entered the aviation arena in a rail-air “hook-up,” it is ap. 
nounced. By the endorsement of the Canadian government, ip 
a recent order-in-council, the Canadian National has been enablej 
to participate with the Canadian Pacific, Western Canada Air. 
ways, Ltd., and the Aviation Corporation of Canada in the forma. 
tion of a company to be known as Canadian Airways, Limited, 
The Canadian National is purchasing 10,000 shares of the capital 
stock of Canadian Airways, Limited, an investment of $250,000, 
and the Canadian Pacific is taking a similar interest, it is stated, 

The size and importance of the merger, according to the 
announcement, is indicated to some extent by figures relating 
to the Western Canada Airways. Over 2,500,000 miles have been 
flown by the planes of this company, operating in all sections 
of the country, from Ontario to the Pacific coast and far north 
in the Arctic Circle, one having visited the magnetic north pole 
this year. The activities included transportation of over 40,000 
passengers, as well as mail, express and freight services. 

Sir Henry W. Thornton, president of the Canadian National, 
and E. W. Beatty, president of the Canadian Pacific, have con- 
sented to become joint vice-presidents in the new commercial 
air enterprise. 


FLYING SCHOOL GRADUATES 


Failures in examinations of applicants for Department of 
Commerce pilots’ licenses were less than a fourth as frequent 
among students of civilian flying schools approved by the De 
partment of Commerce as among students not enrolled in such 
schools, it has been announced by the aeronautics branch of the 
department. 

In the first six months of 1930, 92.66 per cent of the appii- 
cants from schools of flight training approved by the Department 
of Commerce were successful in meeting the requirements for 
federal licenses, whereas but 67.34 per cent of the applicants 
who did not receive training in such approved schools success: 
fully accomplished the tests involved. 

The aeronautics branch now is making a study of the records 
of a representative group of students, including both those of ap- 
proved schools and those taking instruction elsewhere, with 
reference to perseverance in flying instruction. So far this 
study indicates that approximately 60 per cent of all persons 
to whom student pilots’ licenses are issued continue taking it 
struction until they are ready to apply for some grade of federal 
license. 

In contrast with this figure, a check of the records of stl: 
dents enrolled in approved schools revealed that 91.6 per cett 
actually completed their flying courses and obtained licenses 
as private, industrial, limited commercial or transport pilots. 
The remaining 8.4 per cent constituted a group including not 
only those who dropped out voluntarily because of lack of it 
terest or for financial reasons, but also those who were dropped 
by the school, or who were disapproved for licenses. 

At the present time there are 38 schools on the approved 
list. The first schools received their ratings on July 15, 1929, 
and more than half of the total number have been approved 
since the first of the calendar year 1930. 


RAILROAD CONSOLIDATION 


The St. Louis-San Francisco Railway Co. has moved in No. 
12964, consolidation of the railway properties in the United 
States into a limited number of systems, to amend the Com 
mission’s plan of consolidation by transferring the St. Louis 
Southwestern Railway Co. and its Texas subsidiary from SY* 
tem No. 10—Illinois Central to system No. 19—Rock Island- 
Frisco. The Frisco alleges that the transfers would be in the 
public interest and in harmony with the purpose of Congress 
as expressed in the consolidation part of the law. 
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Inland Waterway Transportation 





WATERWAY ADVOCATES MEET 


(Special Correspondence from St. Louis, Mo.) 

The vision of the principal speakers at the twelfth annual 

convention of the Mississippi Valley Association, in the Hotel 
Statler, St. Louis, was that of coordination of all the means of 
transportation. Waterway, railway, highway and airway serv- 
ing the nation in domestic and international trade was the idea 
ictured. 
, A conspicuous feature of the addresses was the attention 
given to statements made by President Daniel Willard, of the 
Baltimore and Ohio, and Vice-President Elisha Lee, of the 
Pennsylvania, regarding subsidies to waterways and barge line. 
Pronouncements by leading speakers, including Secretary of 
War Hurley and President W. R. Dawes, of the association, 
were friendly to the rail carriers, but positive in approbation 
in the use of public money for developing transportation. The 
sentiment was, as indicated by the speeches, that the railroads 
should be assisted towards stability. 

The policy of the convention was outlined almost in full 
in the first regular address, by President Dawes, of Chicago. 
He expressed the conviction that the government would make 
generous appropriations for carrying on waterway improve- 
ments and pointed out, as incidental benefits, the low costs 
that would be entailed at present and the useful employment 
of idle workmen. “In our land,” he said, “it has become an 
axiom of business that the prosperity of the nation is largely 
assured when its raw and manufactured products move freely 
to markets at prices and rates fairly profitable to both con- 
sumer and carrier.” In illustrating the progress realized in 
transportation, industry, and all activities, he said that “what 
is true with the things of commerce is true with the ways of 
commerce.” He said the last ten years had been a decade of 
production, while the next would be one of distribution as an 
economic problem. 


“Through little present-day fault of their own,” he con- 
tinued, “the railroads are hampered by an inelastic freight rate 
structure. They may find relief only through a long, cumber- 
some method of hearings, discussions. and’ delayed decisions. 
They have made strenuous efforts to reduce their operating 
costs so as to avoid increasing transportation costs to their 
patrons, but even the high state of efficiency of railroad service 
today is incapable of offsetting the high freight rate cost to the 
shipping public. Without doubt the newer forms of transporta- 
tion are taking away from the railroads a considerable volume 
of both passenger and freight business, thereby reducing their 
revenues and increasing their financial difficulties. Apparently, 
however, the highway, waterway and airway, as well as the 
railway, are to be recognized routes of travel. They are, of 
course, in’ competition at the outset, but they may be and 
should be brought into practical cooperation so that one may 
complement or supplement the other, to the benefit of the gen- 
eral public which supports them all.” 

He expressed the opinion that the waterways had taken a 
comparatively small part of the traffic from the railroads. 
“The chief losses of traffic to the railroads have come from the 
automobile, motor bus, and motor truck, operating under ad- 
nittedly inequitable competitive conditions as compared with 
the railroads.” He did not believe that the railroads could 
expect relief by decrying the application of public money to 
the construction of highways and improvement of waterway 
and development of aviation, nor did he believe that the denun- 
ciation of the government for being in the barge business was 
warranted, for it was the intent of the law for the government 
to sell the equipment opportunely to private interests. 

Next, he alluded to criticism of the government subsidy 
Dian. His assertions were repeated in different terms later in 
the meeting by Secretary of War Hurley and others. In fact, 
they declared the policy of the association. 

“A few days ago,” he said, “Mr. Blisha Lee, vice-president 
of the Pennsylvania Railroad, addressed the annual meeting of 
the Railway Business Association. He is reported to have said: 
From this time on, if I correctly interpret the spirit of my 
colleagues, there is to be a change in the air. The railroads, 
their stockholders, their employes and the managements have 
tights, and we are going to fight for them with the best that 
is in us.” He proceeded to quote from Mr. Lee’s address, and 
referred to the action taken by four railway brotherhoods, the 
°pposition being to federal or state monetary support of un- 
tegulated bus and truck lines, pipe lines and waterway projects. 


“Whatever,” he continued, “the causes of the present plight 
of the railroads, they are entitled to sympathetic consideration 
in their efforts to maintain their properties and preserve their 
financial credit. They require time to adjust themselves to the 
momentous changes that have occurred in transportation affairs. 
The railroads are operating under overburdensome taxation and 
hampered by what amounts to almost, if not quite, punitive 
legislation of past years. Relief from their burdens seems only 
simple justice. 

“The Mississippi Valley Association will be glad to join, in 
my opinion, in the support of a well considered, sound, economic 
plan or program which will promise genuine relief for the 
railroads and which does not seek to destroy any other form 
of transportation. If, however, this plan or program should 
take the form of inconsiderate and determined opposition to 
the use of public funds devoted to the creation of a cheaper 
water transportation in behalf of harrassed agriculture and in- 
dustry, I doubt that the Mississippi Valley Association could be 
counted on as an active ally. 

“We deny that the policy of the government in developing 
our inland waterways is inherently wrong. The government, 
representing the people as a whole, controls the navigable 
waters of the country. It is the only agency which can develop 
the navigable streams for the use of trade and commerce. The 
only funds at its disposal for carrying on such development are 
those contributed by the people in the form of taxes. We be- 
lieve in the justice of expenditure of public funds for this pur- 
pose because it will bring a sure measure of widespread relief 
to the substantial and important agricultural interests and re- 
sult in far-reaching benefits to the entire nation. We believe 
this development to be a natural consequence of the growth of 
trade and commerce of the country, and emphatically disagree 
with the railroads that it should be abandoned in their behalf.” 
In due time the railroads, he predicted, would reap the benefits 
of waterway improvement. 

Extraordinary importance attached to the address of Secre- 
tary of War Hurley, which was made at the banquet in the eve- 
ning, and to the speeches of Maj.-Gen. Lytle Brown, Chief of 
Engineers of the United States Army, and Maj.-Gen. T. Q. Ash- 
burn, chairman of the board of the Inland Waterways Corpora- 
tion. Much interest centered also in the banquet talk of Col. 
Robert R. McCormick, publisher of the Chicago Tribune. 


General Ashburn Speaks 


Description of interchange terminals for the transfer of 
freight between the rivers and the rail lines and answers to the 
criticisms of the policy of the federal barge line in the granting 
of free storage in transit on sugar constituted the bulk of 
General Ashburn’s remarks. He outlined the ideal interchange 
terminal for the coordination of transportation by barge and rail, 
making some complaint to the effect that. although the Interstate 
Commerce Commission had ruled that the barge line was entitled 
to interchange on a basis no higher than that prevailing on inter- 
change between rail carriers the ruling of the Commission, 
which he said was not backed by an order, was not being 
observed in all instances by the railroads. Failure of the rail- 
roads to treat the barge line as a common carrier entitled to 
the same privileges as the railroads threatened for a time, he 
said, the conclusion of a satisfactory contract between the city 
of Peoria and its railroads. The keen sense of justice as well 
as the good business judgment of the president of the Rock 
Island, he said, enabled a satisfactory contract to be executed. 

_ The head of the federal barge line corporation said the 
barge expected the cities to build their terminals and to com- 
pensate themselves by reasonable charges for handling freight 
thereon; that the corporation was interested only in the location 
of an interchange where it could serve the public, both city and 
interior, at reasonable rates and not destroy the value of the 
barge line’s differential. Therefore, he said, there must be only 
one terminal for any locality unless terminals on opposite sides 
of a river obviated bridge transfer charges. The selection of a 
site that deliberately accepted the obligation of the assumption 
of intermediate switching accepted an item of operating costs, 
and limited the differential which could be offered by the barge 
line, said the general. 

Storage in transit, he said, was one of the most vexatious 
questions with which the barge line terminals had to deal, 
although, he said, it should not be vexatious because it has been 
handled for years by the railroads without causing any great 
comment. But, he said, when the barge lines adopted the 
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method of the railroads they were assailed by “certain interests 
against the so-called ‘free storage privilege.’” It was necessary, 
he said, for a time, for the barge line to adopt a limited free 
storage in transit of sugar, but that when experience had 
demonstrated a fair charge should be made, this practice was 
stopped. The general said the barge line had ceased fo offer 
free storage at any place with the exception, he believed, of St. 
Paul, Minneapolis and Dubuque. 

Adoption of the free storage privilege on sugar was caused, 
the general said, by conditions over which carriers had no con- 
trol and that the federal barge line, being faced with a serious 
loss of probably its most valuable tonnage, followed a most nor- 
mal protective procedure. He said the situation was met by the 
barge lines by providing for a relatively short time of free 
storage of sugar at the ports of interchange after which deten- 
tion charges were assessed. As the sugar tonnage began to 
come back to the barge route in proportions not exceeding the 
tonnage handled prior to the change of conditions previously 
mentioned, the barge line learned, the general said, that a charge 
could be made for storage in. the barge line’s warehouses and 
that thereupon the barge line published a series of charges, so 
that now there was no free time permitted. The storage in 
transit privilege with those charges, he said, had really grown 
to be of great value in the distribution of sugar. The 
savings in transportation alone on sugar handled in 1929, he 
said, ran well over $850,000. 

Commenting on the complaint of warehousemen about the 
free storage afforded by the barge lines, General Ashburn said 
that the sugar so handled would not have been stored in transit 
in any warehouse if such a transit privilege had not been 
afforded by the barge lines, and therefore the complaint of the 
warehousemen’s association that its members had been deprived 
of the storage of this sugar was baseless. 

“Nevertheless, the accusation spread far and wide, and 
has ever since been vigorously propagandized, that such ‘storage 
in transit’ was destructive of the warehouse business, and an 
unfair practice towards the railroads,” said the general. “As a 
matter the complaint against us by the warehousemen’s asso- 
ciation to abandon what they please to term ‘free storage’ it 
might just as well not have been filed because such free storage 
in transit was abandoned by the barge line before the com- 
plaint ever came to trial before the Interstate Commerce Com- 

Even if our storage in transit practices were 
wrong, by what course of reasoning could they be held to affect 
warehousemen located in the interior, far away from our nav- 
igable streams?” 

General Brown said it was the intention of those in author- 
ity vigorously to prosecute work on the Mississippi system of 
waterways to the limit of the means available. With a vigorous 
and consistent policy continuously prosecuted for the next ten 
years, he said that as much would be accomplished as had 
been done in the past century. 

“We should not go wild, however,” said the general, “but 
confine ourselves to what good sense and thoroughness dictate 
to be right. Sudden bursts of extravagance get no man forward 
in the long, long course that lies ahead.” 

The chief of engineers said that what the engineers had in 
view now in the valley was: 


Here is what we have in view now in the valley: 

(1) To drive the Illinois waterway to completion with all speed. 

(2) To prosecute with vigor the improvement of the Missouri 
from its mouth to Sioux City. 

(3) To execute the flood control work on the lower river fully as 
- law contemplates looking all the time for more perfection in the 
plans. 

(4) To push the Ohio improvement out from the main stem as 
rapidly as the means available will permit. 


The general also discussed flood control work on the Mis. 
sissippi, saying that it was going on a case, but without fuss 
or clamor. 

United States Senator Brookhart of Iowa was invited to 
make extemporaneous remarks at the close of the morning ses- 
sion. His assertions regarding the subsidization of waterways 
and barges were practically the same as those made by Mr. 
Dawes. 

The Secretary of War 


Secretary of War Patrick J. Hurley declared that the gov- 
ernment was committed to improvement of the inland water- 
ways and to flood protection. The work would be prosecuted 
as a whole as rapidly as possible until the whole system was a 
unit in the transportation system. The policy of according 
financial support was a governmental policy that had been 
fixed and followed, he said, with regard to every form of trans- 
portation. In referring to the complaints of the railroads 
against federal monetary aid, he was more emphatic than Mr. 
Dawes. At great length he illustrated the cooperation that the 
government had given to the railroads, the highways, aviation 
and other public enterprises. 

Roy Miller, of Corpus Christi, Tex., vice-president of the 
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Intracoastal Canal Association, urged appropriation of $1 
000,000 a year for waterway improvement and flood protect; 
until the project is completed in its entirety. The opinioy , 
every speaker was that the work should go forward steagj 
and appropriations should be generous. 

“The principal tributaries (of the Mississippi), Secrets 
Hurley said, “will be improved out as far from the Mississiy 
as sound economics and sound engineering will justify. Ag 
part of the development of the Mississippi transportation x 
tem there is being carried into effect the Flood Control progry 
for the protection of the alluvial valley of the Missisgijy 
against disastrous floods.” He said Congress had authoriy 
these more important improvements: Nine-foot channel in } 
Mississippi from Minneapolis to St. Louis, with widths suita} 
for long-haul common-carrier service and with locks of stapj 
ard Ohio River dimensions; completion of the Illinois Wats 
way, providing the last link in the nine-foot channel betwee 
the Great Lakes and the Mississippi system; improvement , 
the Tennessee River from Knoxville to its mouth with a nip 
foot channel, with provision coordinated hydroelectric dey 
opment; and also improving navigation on the Monongahe 
Allegheny, Kanawha, Cumberland, Green and Harren rive 
and the canalization of the lower reaches of the Youghioghey 

Authorized expenditures on the upper Mississippi we 
$7,500,000 in addition to prior allotments, on the Tennegsq 
$5,000,000, on the Missouri River $15,000,000, on the Illing 
$7,500,000. “Without further detailed description,” said he, 4 
can happily be said that in the last river and harbor act Co 
gress has authorized a program of interior waterway improy 
ment in general accord with the development plan of the Preg 
dent.” He added that it was the intention of the War Depar 
ment to go ahead with improvement work and subsequent 
improve the channels “until they have reached their ultima, 
feasible depth.” 

While, he explained, improvement of the Mississippi sy 
tem was the most important, immediate work, it was but par 
of the program. “The improvement of our seacoast harbor 
of our system of intracoastal canals, of the Great Lakes, ani 
of the St. Lawrence, so far as now authorized, must be pros 
cuted simultaneously with out interior rivers.” 

He remarked that the Ohio River was opened last fall fu 
nine-foot navigation. “I decry the idea that it is completed: 
it will never be completed in the sense that we can discontini 
work and leave the river to develop its own usefulness.” He 
added that “were it not for the millions spent on the locks ani 
dams, not a barge could have moved down the Ohio for month 
during the past summer and fall.” 

Work on the Missouri and Illinois he reported to be pr 
ceeding satisfactorily. All installations in the upper Mississippi 
contemplated a nine-foot channel. Navigation on the Allegheny 


was being extended. 


Most of the rest of his address was devoted to the subsidiz 
tion of transportation. ‘‘We must seek,” he declared, “ the « 
ordination of railroads, waterways, highways, pipe lines ani 
airways; the nation’s increasing industrialization requires al 
these; it will support all of them, and the closer they are ct 
ordinated the more will they prosper, each in its own domain’ 
But he explained that the government had been giving the mos 
serious consideration to flood control, and the War Departmet! 
had in mind relieving unemployment as much as possible. 

“I do not want to discuss at length the proposed plans fo 
flood control,” he said, “until the final report of the engineer 
on that subject has been completed. The several systems i 
flood control on the lower Mississippi that have been submitted 
have all had excellent features, but no one system yet devise 
can claim to be practical or feasible in its entirety. It is likel’ 
that no one of these systems, as originally proposed, will eve 
be built, but it is certain that from the best features of all d 
them will be evolved a practical, efficient system of flood col 
trol that will end the terror of the menacing waters.” 

Other speakers on the first of the two days of the conver 
tion were Gov. Bibb Graves, of Alabama, Gov. Arthur J. Weavel, 
of Nebraska, Congressman Ewin L. Davis, of Tennessee, C. ¢. 
Webber, of Minneapolis, president of the Upper Mississipi 
Barge Line Co.; Frank Purnell, Youngstown, O., president 0 
the Youngstown Sheet and Tube Co.; R. Templeton Smith 
Pittsburgh, director of the Western Pennsylvania Coal Trafit 
Bureau, and Gov. and Senator-elect W. J. Bulow, of South Ds 
kota. 

The Secretary reported registration of 600 delegates fro? 
all parts of the country, as far west as Portland, Ore., bil 
chiefly of the territory between the Atlantic seaboard and thé 
Rocky Mountains. Former Congressman Cleveland A. Newt! 
of Missouri was toastmaster at the banquet, and Rufus E. 1 
director of the Mississippi Valley Association, presided at the 
afternoon session. 

Templeton Smith spoke for the “waterway connecting the 
Ohio River with Lake Erie.” Mr. Purnell urged first improv’ 
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pent of the Beaver, Shenango and Mahoning rivers “for slack 
ater navigation” first, and afterwards the building of the canal 
» a point near Ashtabula. 

Congressman Davis of Tennessee attacked Postmaster-Gen- 
a] Brown over the defeat of Davis bill (H. R. 8361) substan- 
ally forbidding award of ocean mail contracts to any com- 
any Which directly or indirectly controls foreign-flag ships. 
» this connection he paid his compliments to the United Fruit 
ompany, Munson Steamship Line and International Mercan- 
le Marine Corporation. 

Governor Weaver, of Nebraska, stressed the interests of 
he Mississippi Valley in competition with the Atlantic and 
acific coasts and showed how water transportation would pro- 
de facilities at low rates. Mr. Miller described the develop- 
nent of the Texas intracoastal canal. Mr. Webber argued for 
operation among all interests for all sections affected by 
r~aterway transportation. Governor Bibbs, of Alabama, urged 
imultaneous river improvement and flood control and adequate 
ppropriations. 

Col. McCormick pictured the future. As he envisaged it, 
“ig not big ships from Chicago to the sea, but small ships 
om New Orleans to Montreal, from Omaha to New York, from 
pittsburgh to Milwaukee and Superior. I foresee a train of 
arges like trains of cars leaving the various terminals points 
n the Mississippi system separating and regrouping at Cairo, 
t St. Louis, in the vicinity of Chicago, at the Soo, at Buffalo, 
nd going to other destinations at Pittsburgh, Omaha, Mil- 
aukee, Duluth, Philadelphia and Quebec.” He said that “ex- 
erience will show that the great steamers of the United States 
steel Corporation, for which the improvements on the Great 
akes have been made, will never be suitable for navigation to 
fontreal.” 

Resolutions Adopted 

. Adopting resolutions petitioning and advising Congress to 
ommit itself to a five-year program for completion of the inland 
waterway system, and reelecting Charles G. Dawes, of Chicago, 
president, the Mississippi Valley Association adjourned the eve- 
hing of November 25. The resolutions repeated the declaration 
or standardization of the nine-foot channel, with bridges, locks, 
erminals and floating equipment. Flood control was pronounced 
o be synchronous with river improvement and was included in 
he five-year-term specification. 

The resolutions indorsed the “broad statesmanship of the 
program of inland waterway development to which this admin- 
stration is committed, and we appreciate the continued earnest 
hdvocacy by our honored President, Herbert Hoover, of the full 
levelopment and use of our inland waterway resources.” Farm 
elief was declared to be linked in the speedy completion of 
he waterway and flood projects. Declaring for joint rail and 
barge rates, the association repeated ‘adherence to the principle 
of private ownership and operation of transportation facilities, 
but it is our conviction that the Inland Waterways Corporation 
should be owned and operated by the government until common 
arriers under private ownership shall have been made secure 
n their operation by the completion of adequate channels and 
2h thoroughly established system of joint and equitably distrib- 
ted rates between rail and water carriers.” 

President Dawes was authorized to arrange for the con- 
struction of a model of the Mississippi Valley for exhibition at 
he Century of Progress, at Chicago, in 1933, with full power to 
aise funds and carry out the idea. The exhibit, according to 
he resolutions, is to be a “model of the Mississippi Valley, 
showing the Mississippi River, with all its tributaries and con- 
hecting canals, terminals and manufacturing centers, navigation 
mprovements, flood control and power development works 
within the valley.” 

Other officers elected were: Thomas F. Cunningham, New 
Orleans, vice-president at large and chairman of the executive 
ommittee; Richard S. Hawes, St. Louis, treasurer, and the fol- 
lowing district vice-presidents: R. Y. Chapin, Chattanooga, 
enn.; J. S. Cullinan, Houston, Tex.; Alex W. Dann, Pitts- 
burgh; Walter S. Dickey, Kansas City, Mo.; Clarence B. Douglas, 
ulsa, Okla.; E. T. Harris, Chicago; W. K. Kavanaugh, St. 
Louis; John H. Kelly, Sioux City, Ia.; W. P. Lay, Gadsden, Ala.; 
Walter Parker, New Orleans; C. F. Richardson, Sturgis, Ky.; 


{@’. P. Warner, St. Paul, and J. A. Sunderland, Omaha. 


The general policy of the association was stated under the 
aption of “general purposes” in the resolutions. Development 
of the inland waterway system has been advocated for twelve 
years “for purposes of transportation, we have envisioned as 
Supplementing our railways and other means of transportation, 
aud connecting at Gulf ports with an adequate system of ocean 
arriers, all to serve the great region lying between the Alle- 
ghenies, the Rockies, the Canadian border and the Gulf of Mex- 
‘0. Linked with the development of navigation, so intimately 
hat they cannot be considered separately, are the inter-related 
Problems of stream control and utilization, from the sources to 
the outlets, in such fashion that the rainfall of the Mississippi 
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Valley will render the maximum of economic benefit and be kept 
from wrecking injury by floods.” 

The article relating to the “five-year completion program” 
said “with all the emphasis and solemnity of which we are 
capable” and “petition and advise the Congress.” Slow and piece- 
meal work has been shown, by experience, to cause loss, it was 
stated, and the resolutions urged “that work on all sections of 
this great system should be carried on concurrently, so that the 
people of the great region for which we speak should receive 
within the shortest possible time the benefits to which they, and 
through them the nation as a whole, were entitled.” 

The resolutions deplored delay in completing the connection 
between the Mississippi Valley waterways and the Great Lakes 
system and reiterated the opinion that this connection is vital 
to the whole inland system. 

The convention indorsed the plans for improvement, as 
speedily as possible, these projects: Mississippi River from Min- 
neapolis to New Orleans and connecting waterways; east and 
west from the upper reaches of the Ohio, including the Ohio- 
Great Lakes canal and improvement to connect the Great Kana- 
wha, Tennessee and Cumberland with the Ohio and the Missis- 
sippi; up the Missouri to Sioux City, Ia., and as far beyond as 
practicable; the Intracoastal Canal from New Orleans to Corpus 
Christi, Tex.; the intracoastal canal from New Orleans east- 
wardly. The resolutions declared the Alabama-Coosa, Arkansas, 
and Red Rivers to be vital parts and main arteries. The associa- 
tion recommended extension of the Missouri River surveys as 
speedily as possible from Sioux City to Fort Benton, Mont., and 
beyond. It recommended that engineers decide on the feasibility 
of a slack-water improvement along the Beaver and Mahoning 
rivers to Warren, O., and along the Shenango to Greenville, Pa. 

Other works recommended were: Further improvements on 
the Warrior River; adoption of the nine-foot channel on the 
Chattahoochee, and development of the intracoastal canal from 
Pensacola, Fla., to its connection with the Appalachicola and 
extension of the project to complete the Atlantic-Gulf canal. 

The association, by resolution, “noted with gratification” the 
entrance of privately owned water carriers into the operations. 
Further, it declared its “conviction that the additional entry of 
private enterprises into waterway transportation should be wel- 
comed and encouraged by all governmental agencies, and never 
discouraged. 

The resolutions indorsed the White bill (H. R. 9592) which 
provides for the award of mail contracts to the purchasers of 
steamship services from the United States Shipping Board, and 
the Davis bill (H. R. 8361), prohibiting the award of mail con- 
tracts to companies flying foreign flags. Further, it recommended 
an amendment to the merchant marine act to prohibit the award 
of mail contracts to industrial carriers. 

After suggestions had been made by speakers from different 
parts of the country for completion of the whole Mississippi 
waterways system within five years by increasing appropriations 
to $100,000,000 a year, Congressman W. I. Nolan, of Minneapolis, 
addressing the convention on the second day declared that he 
was prepared to take proper action in Congress. The work 
should not be done piece meal, he said, but should go on steadily 
in accordance with a comprehensive plan. 

The necessity for an ample flow of water from Lake Mich- 
igan into the Illinois and Mississippi was urged by William E. 
Hull of Peoria. 

Congressman R. A. Greene, of Starke, Fla., advocated com- 
pletion of the Atlantic Intracoastal Waterway by construction of 
the last link—that across Northern Florida. This project would 
cost, according to estimate, $50,000,000 to $150,000,000, but he 
argued that it was justified not only by the general shipping 
benefits that would accrue, but also by the saving in freight rates. 

Congressman J. H. Sinclair, of Kenmare, N. D., speaking of 
flood control, recommended impounding reservoirs at northern 
points on the Mississippi and its tributaries and especially urged 
improvements on the Missouri. He drew attention to one reser- 
voir site above Bismarck, N. D., capable of storing 15,000,000 
acre feet of water. A survey has been made by State Engineer 
R. E. Kennedy, and the cost of the project is estimated at 
$47,500,000. 

The American farmer was compared by Congressman Ed H. 
Campbell, of Battle Creek, Mich., with Christopher Columbus. 
The farmer has no Queen Isabella to appeal to, and must call 
on the President and Congress for funds for progressive meas- 
ures. 

Discussing foreign trade, Dr. W. F. Gephart, vice-president 
of the First National Bank, St. Louis, directed attention particu- 
larly to Latin-America. 

Congressman Nolan quoted from an address delivered by 
President Hoover in Minneapolis, in 1926. President Hoover 
then said: 

We need a definite commitment to complete the whole system 


including the links proposed in the present bill over a definite short 
term of ten years. By so doing our engineers can provide for equip- 
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ment and contracts that will complete it at much less cost in time 
and money than by our tentative and gingerly handling of it all. On 
the Mississippi system there are no unknown engineering questions. 
We know what we should do. We know its vast benefits; we know it 
can be accomplished by a comparatively trivial cost compared with 
these benefits. We should go to it and have it completed at least to 
the stage we now propose within the next five years. 


Congressman Nolan commented that the War Department, 
though its intentions were the best, could only proceed in pace 
with the funds. “The present annual appropriations,” said he, 
“distributed as they must be over all of the authorized projects, 
are inadequate. It means that we must wait anywhere from 
ten to twenty-five years unless the government will adopt a more 
definite and business-like program of financing, either through 
increased appropriations or bond issues, or by a combination of 
the two methods, as was done in the case of the Panama Canal, 
which was completed in eight years.” The present piecemeal 
methods, interminable delays, and insufficient funds would tie up 
capital indefinitely and postpone results. “If the government is 
in earnest, then it is imperative that this job be completed at 
the earliest possible date so as to realize returns on the invest- 
ment. There can be no better time than the present, when busi- 
ness is at a low ebb, to proceed with this work and thereby 
stimulate industry and find employment for idle men.” He de- 
clared improvement of the upper Mississippi to be the most 
important present work. 

The section of the Illinois waterway from Utica to St. Louis 
would be finished in the next twelve months, Mr. Hull told the 
delegates, and the section from Lockport to Utica should be 
completed in the next twenty-four months. The one obstacle 
apparent in the future rises through the restrictions placed by 
the United States Supreme Court on the City of Chicago and the 
Sanitary District on the use of Lake Michigan water after 1936. 
It is necessary, he explained, that there should be an ample flow 
from the lake into the river. 

“It is useless,” he declared, “to complete a nine-foot channel, 
200 feet wide, from Chicago to New Orleans, and then not have 
water enough in the river to float the boats, and consequently 
all of us in this association and in the twenty-eight states that 
are interested in this great waterway system must work in har- 
mony and work for a diversion sufficient to give us a waterway 
that will produce an adequate transportation.” 


He indicated the approximated flow required. “For instance, 
through the months of March, April and May there will be plenty 
of water from the natural flow. In the month of June we would 
want a certain quantity of water, from 3,000 to 6,000 second feet. 
In July we would need from 5,000 to 8,000 second feet. In Au- 
gust, September, October and November 10,000 second feet. In 
the months of December, January, February and March we would 
probably need no flow water at all. So, taking it on the average, 
it would not be an excessive amount of water that we would 
withdraw from the Great Lakes.” 


The east and southeast are interested primarily in the con- 
struction of the last link of the Atlantic intracoastal canal from 
Cape Cod to the Gulf of Mexico, according to Congressman 
Green. “While construction of this link, it has been estimated, 
would cost,” he stated, “from $50,000,000 to $150,000,000, even 
such an amount would be only a small percentage of the cost 
which ‘has already been expended, and which will in the future 
be expended for the remainder of the system.” He expressed 
confidence that ample capital would be appropriated. “The com- 
pletion of this link, and by same sending of boats directly across 
the upper part of the peninsula of Florida will save from 500 to 
900 miles in distance from the East Atlantic waters to New 
Orleans and other Mississippi Valley ports.” 


Congressman Sinclair, of North Dakota, asserted that the 
fundamental need was for a “comprehensive public policy.” He 
thought.there was no broad national plan that would fit future 
development. “What we need is a plan broad enough to take in 
all the affected areas—the thirty-one states within the great Mis- 
sissippi Basin, as well as all the other states indirectly inter- 
ested, and with sufficient elasticity to include the future expan- 
sion of this great and growing country. That duty, I say, rests 
with Congress. Congress should say what the policy shall be, 
and place the responsibility for carrying it out upon the engi- 
neering profession. 

“TI, for one, am willing to go on record now, and state that 
it is the duty of the national government to control the entire 
flow of all interstate streams, from their source to the mouth, 
and to utilize the waters therein to the utmost for the benefit 
of agriculture, industry, navigation and flood control. Such uses 
will constitute the highest economic good to the nation.” 

Mr. Sinclair commented that last season “most of the traffic 
on the river north of Memphis had to be abandoned or was tied 
up for want of water in the channel.” He asserted that Senator 
Newlands nearly two decades ago laid down the fundamental 
thought in favor of source stream control. So he pointed to the 


necessity for impounding waters on the Mississippi and its tribu- 
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least, as Fort Benton, Montana.” ag 
After alluding to work on the waterways, he emphasized the money ry 
reservoir site above Bismarck, S. D. “This,” said he, “will take erty an i 
care of about forty per cent of the runoff waters of the Missour; and | 
River drainage basin.” Engineer Kennedy proposed a large 4 
earthen dam, with a steel concrete core. “The dam proposed — 
would be over two miles long, with a maximum height of 175 tl 
feet above the river-bottom and a spillway of 1,500 feet.” The ming. “iy 
dimensions of this reservoir would be approximately 140 and line nll 
one and one-half miles. to ope 
Dr. Gephart indicated that the World War had given a tre. 
mendous impetus to our foreign trade, and, though this business 
might not represent proportionately more of our total commerce, In af 
“its importance is, nevertheless, constantly becoming greater,” Rivers a 
Many of our “manufacturing industries have developed a surplus ments th: 
producing capacity,” and, he continued, “if, therefore, we are Mi wnole pol 
not to face in the future a real problem of permanent unemploy. Hs, trans] 
ment, we must find new markets for our products.” Continuin 
Two significant features of the foreign trade of 1929 were 
that our exports were higher than in any year since 1920, and During 
there was a marked increase in the export of finished products, JB", #d0res 
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particularly in the trade prospects of Latin-America, he said 
“The lower Mississippi Valley and the southwest are making 
rapid gains, especially in exports, and to a less degree in imports, 
Houston, Mobile, Galveston, New Orleans and St. Louis, as well 
as points on the Mexican border, are directly handling an in. 
creased volume of exports and imports to and from Latin 
America, whatever may be their final destination or origin in the 
Central United States.” He noted that one of the important 
bases for the growth of this trade is the investment of American 
capital in these nations, which amount to $5,467,000,000, in com. 
parison with $4,798,000,000 in Europe. 
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Dr. Gephart said that, in order to hold and increase this third are | 
trade, “we must learn all that we can about international trad. Mand, if ore 
ing, and we must provide for the middle west and south better - 
transportation facilities, especially from our Gulf ports.” entitled, “4 
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morning session, Jacob M. Lashly, of St. Louis, at the luncheon, 
and Robert Isham Randolph, president of the Chicago Associa- 
tion of Commerce, at the afternoon session. 

The following are the directors from various states elected 
by the convention: 

Alabama—R. A. Brown, Birmingham; D. R. Dunlap, Mobile; 
John Patterson, Decatur. Arkansas—E. C. Horner, Helena; 
Justin Matthews, Little Rock; C. A. Dunning, Pine Bluff. Florida 
—John G. Ruge, Apalachicola; J. H. Drummond, Panama City; 
George W. Parkhill, Jacksonville. Georgia—J. Ralston Cargill, 
























Columbus; E. Lee Worsham, Atlanta; John M. Graham, Rome. The c 
Illinois—A. T. Griffith, Peoria; Robert Isham Randolph, Chicago; Railway J 
Wilbur B. Thistlewood, Cairo. Indiana—Henry F. Decker, Evans- opposing ~ 
ville; B. H. Noelting, Evansville; Willard B. Van Horne, Indiana Bi, congr 
Harbor. Iowa—John Blaul, Burlington; H. W. Seaman, Clinton; 

W. A. Klinger, Sioux City. Kansas—E. E. Frizell, Larned; E. D. B AT 
Lysle, Leavenworth; O. C. Smith, Kansas City. Kentucky—W.L 

Berry, Paducah; D. B. G. Rose, Louisville; J. C. Utterbach, Pa An a 
ducah. Louisiana—M. J. Sanders, New Orleans; W. L. Richesol, Bhas been 
New Orleans; James M. Thomson, New Orleans. Minnesota— of the Mi 
L. E. Luth, Winona; W. W. Morse, Minneapolis; Herman Mueller, Bof rates ; 
St. Paul. Missouri—J. C. Nichols, Kansas City; John F. Queen), Bassociatia 
St. Louis; Charles Waddles, St. Joseph. Nebraska—Mark W. BTraffic W 
Woods, Lincoln; Rufus E. Lee, Omaha; Hon. A. J. Weaver, Falls Brail-water- 


City. North Dakota—G. B. Metzger, Williston; A. V. Haig, Devils 
Lake; R. E. Kennedy, Bismarck. Ohio—T. J. Bray, Youngstow!; 
Oscar F. Barrett, Cincinnati; Thomas F. Cavanaugh, Steuber 
ville. Oklahoma—J. H. McDonald, Muskogee; Ralph Ber, 
Tulsa; William Holden, Tulsa. Pennsylvania—R. H. Watsol, 
Pittsburgh; A. B. Miller, Sharon; A. W. Chilton, New Castle. 
South Dakota—John Absher, Chamberlain; W. C. Lusk, Yankton; 
Frank D. Kriebs, Pierre. Tennessee—C. C. Gilbert, Nashville; 
B. L. Mallory, Memphis; Mercer Reynolds, Chattanooga. Texas— 
Roy Miller, Corpus Christi; Orville Bullington, Wichita Falls; 
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BARGE LINE FINANCING ee 

The Warrior River Terminal Company, subsidiary of the a 
Inland Waterways Corporation, the government barge line large su 
agency, in Finance No. 8580, has asked the Commission fo #), Senn 
authority to issue $1,150,000 of capital stock to the Inland $63,972 554 
Waterways Corporation “to discharge existing obligations 4 "(No ~ 
accrued interest thereon; to provide funds to complete the principal | 


acquisition of property and equipment furnished by said Inland 
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waterways Corporation, and to provide funds to be used by 
applicant as working capital.” 

The applicant says the obligations incurred were to obtain 
money to rehabilitate applicant’s road; acquire necessary prop- 
erty and equipment to fulfill its mission as a common carrier, 
and provide sufficient working capital to conduct its operations. 

The terminal company has voted to increase its capital 
stock from $150,000 to $1,250,000. 

The old Ensley Southern between Birmingport and Bir- 
mingham, Ala., was taken over several years ago by the barge 
line and the Warrior River Terminal Company was organized 
to operate it. 


“TIME TO FIGHT IT OUT” 


In a statement headed with the above caption, the National 
Rivers and Harbors Congress took note this week of develop- 
ments that, it said, indicated an “impending attack upon the 
whole policy of improving our inland waterways and using them 
for transportation,” and urged that ways be devised to meet it. 
Continuing, it said: 


During the past two years scarcely a week has passed without 
an address, an interview, a statement or a magazine article by a 
railway president, vice-president or other high official, which is in- 
variably reproduced in ‘Railroad Data,” an official publication of the 
committee on public relations of the eastern railroads. While these 
various utterances differ in minor respects, they all agree that the 
improvement of waterways and highways by public funds constitutes 
a governmental subsidy to the boat lines which use the one and the 
motor trucks which use the other, and that this is unfair and unjust 
to the railroads with which these boats and trucks compete. 

In a recent editorial, the Wall Street Journal declared that it is 
“time to fight it out.” This was strongly endorsed by the Railway 
Age, which is devoting much of its energy to organizing the opposition 
to waterway. Support is asked of all owners of railway securities, 
including savings banks and life insurance companies; of all manu- 
facturers and dealers in railway supplies; and of all railway employes. 
The claim is made that the only effect of waterways is to take busi- 
ness away from railways and that, therefore, the investments and 
the dividends of the first, the trade of the second and the jobs of the 
third are imperiled. These three classes comprise millions of voters, 
and, if organized into a militant anti-waterway force, could exert a 
tremendous influence on the federal Congress. 

The Bureau of Railway Economics has just issued a volume 

entitled, ‘An Economic Survey of Inland Water Transportation in the 
United States,” which is most adroitly designed to create an opinion 
adverse to waterways in the public at large. The reader is certain to be 
the large amount of valuable historical and statistical material which 
occupies 205 of its 238 pages and will, therefore, the more readily 
accept the conclusions of the anonymous author. 
The remaining 33 pages are filled with figures, fortified by quota- 
tions from ‘‘distinguished economists” whose infallibility is calmly 
taken for granted, which are intended to prove that the actual cost: 
of transportation on inland waterways is, always and everywhere, 
much greater than that by rail. The reader who accepts this as 
the truth is expected to conclude that expenditures on waterways 
are an. extravagant and indefensible waste of public funds and that 
their use for transportation is economically wrong and should be 
immediately and permanently abandoned, thus giving to the rail- 
ways 2 monopoly—at least of long-distance haulage. 


The congress announced that Samuel O. Dunn, editor of the 
Railway Age, and Senator Brookhart, of Iowa, would present 
opposing views on the waterway question, at the convention of 
the congress in Washington December 9 and 10. 


BARGE-RAIL ROUTES AND RATES 


An additional protest against rail-barge rates and routes 
has been made by the Southern in Ex Parte No. 99, application 
of the Mississippi Valley Barge Line Co. for the establishment 
of rates and routes via Vicksburg, Miss., from central freight 
association territory to Louisiana and Texas points. (See 
Trafic World, November 22.) The Southern asserts that the 
tail-water-rail rates sought would be very much lower than the 
corresponding all-rail rates, the first class rate via the rail-and- 
barge routes being as much as 30 cents a 100 pounds under the 
corresponding all-rail rate. The Southern said that if the rail 
carriers were required to join in the establishment of through 
tates and joint rail-barge-and-rail rates with the barge line, 
such rates should be reasonable. It asserted that in the absence 
of convincing proof that economy of transportation and other 
factors in connection with barge-rail rates justified differential 
tates lower than the corresponding all-rail rates, such differential 
tates should not be prescribed inasmuch as it had been demon- 
strated that they gave the barge lines a complete monopoly as 
‘0 all traffic which they wished to and were able to handle to 
the exclusion of the all-rail lines. 

, The protesting system pointed out that since December 31, 
420, it had spent on the lines of the Southern system between 
Cincinnati, O., and New Orleans, La., more than $22,000,000 in 
etterments and improvements. It said that other rail lines 
eanding south from the Ohio River had likewise expended 
th ge sums in recent years in improving their properties. Among 
‘63 items of expenditures mentioned by the protest was one of 

972,526 up to December 31, 1926, in double tracking alone. 

Notwithstanding the greatly improved facilities of the 
Principal lines serving the territory involved,” says the protest, 
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“they are handling less revenue traffic now than in the year 
1923. In 1923 the Southern Railway System lines between Cin- 
cinnati and New Orleans handled 3,385,654 revenue ton-miles 
per mile of line, while, based on the first eight months of the 
current year, it is estimated that the revenue tons per mile of 
road on this line will approximate only 3,043,421 in 1930. 

“There can be no doubt as to the fact that the plants and 
facilities of the rail line extending south from the Ohio River 
are entirely adequate for the expeditious handling not only of 
the present traffic from and to the territories which the ap- 
plicant proposes to serve, but also for the movement of any 
increase in such traffic possible to be anticipated for many years 
to come. If the through rates here sought are estab- 
lished it means that on traffic between central territory and the 
southwest moving over the applicant’s line, its service will be 
substituted for the service of rail carriers, including Southern 
Railway System lines, with rails extending from the Ohio River 
crossings to New Orleans and other ports on the Mississippi 
River.” 

Neither the present nor the future public convenience and 
necessity, the Southern declared, required the establishment of 
the through routes and joint rates in question. No new ter- 
ritory, it said, would be opened, and no new traffic would be 
developed. 

“Applicant would depend for traffic on tonnage which it 
could take away from the rail carriers, thereby still further 
decreasing the present light traffic moving over the all-rail 
routes,” said the protest. 

Central Freight Association lines have asked the Commis- 
sion in Ex Parte 99 to dismiss two petitions of the Mississippi 
Valley Barge Line Company in so far as they seek rates at 
variance with the formula prescribed in Ex Parte 99. The 
petitions referred to seek through routes and joint rates via 
Cincinnati, O., and Vicksburg, Miss., on traffic between C. F. A. 
territory and southwestern territory, and modification of the 
circuity formula in Ex Parte 99. 

The petitions, the carriers assert, seek a more liberal dif- 
ferential basis than granted the Federal Barge Line. 


INLAND WATERWAY TRANSPORTATION 


Editor The Traffic World: 

I notice that Major General Ashburn paid his respects to 
the undersigned in an address to the Intracoastal Canal Asso- 
ciation at New Orleans on November 14, opening his remarks 
with the following statement: 

A short time ago I made a speech at Peoria in which was out- 
lined the policy adopted by the corporation in dealing with the rail- 
roads, to the end that cities and communities not located on the 


waterways would receive the same saving in cents per 100 pounds 
as those located at our terminal points. 


This is one of the statements, again reiterated, that I 
designated fatuous, and, if the General can demonstrate the 
accuracy of his statement, I will cheerfully withdraw the 
appellation and tender him an apology. 

On the other hand, if the statement is inaccurate and im- 
possible of proof, the General will stand branded either as an 
ignoramus, without experience or understanding of the subject 
of freight rates and divisions thereof, or as a persistent pre- 
varicator, flitting to and fro from one interested waterway com- 
munity to another, at government expense, for the purpose of 
enhancing his own position and reputation and the commercial 
interests of these waterway points, against the best interests 
of other cities and communities which cannot reap any benefit 
from the money spent on account of these so-called waterway 
improvements, or from the reduced freight rates, which will 
only be available so long as the government undertakes to fur- 
nish and maintain the facilities therefor. 

I will admit that, in addressing my former letter to the 
General, I sought notoriety to the extent of letting him know 
that there was one student of transportation who knew some- 
thing about the business long before the General knew what the 
word meant, who was not afraid to tell him that, in making such 
statements as referred to above, notwithstanding the title he 
bears, he appeared to me no different from any other self-seeker 
desirous of building up the importance and retaining the emolu- 
ments of the position he occupies. I purposely used animating 
language for the reason that, in discussions with others, the 
General has shown that he clothes his reckless statements in 
the hide of a rhinoceros, and, far above notoriety, I wished him 
to know, personally, the contempt in which I held his despicable 
tactics. 

The General had an opportunity to refute my statements, 
which were based on the actual freight rates applying in the 
southwest. Instead of doing this he attempts to ridicule the 
proposition by citing some old “wheeze” about his early West 
Point experience. 

If it requires a West Point education to demonstrate that 
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0-0, I am glad I never got it. And yet that is precisely what 
the efforts of the government have accomplished on the Mis- 
sissippi-Warrior rivers, so far as reducing the net cost of trans- 
portation to our citizens as a whole is concerned. 

Along the same line as the story related by the General of 
the “queerness” of the quaker and his wife, I heard ona even 
more apropos to this discussion, because it pertains to strict 
accuracy in speech, in which Bill said to Tom: “All men are 
liars except you and me, and I sometimes have my doubts about 
you.” 

Later in his speech the General goes on to set forth six 
conditions which have to be attained before this waterway 
demonstration can be considered complete, the first of which 
reads as follows: 

Suitable navigable streams * * *, and even in our so-called com- 
pleted channels there are many distressing and unsatisfactory naviga- 
tion conditions, all of which can be remedied. 

After stating this first objective it was really unnecessary 
for the General to mention the other five, as there is not a boy 
or girl in the United States who will outlive “many distressing 
and unsatisfactory navigation conditions in our rivers.” So the 
General need not fear for his job or his prestige, during his life- 
time, if this first condition must be overcome before the demon- 
stration is complete. 

He cites as another requisite, “properly designed standard 
equipment already forms the main part of our fleets.” Please 
notice this word “main” and bear in mind that it has not been 
very long since the General was telling us in one of his annual 
reports that his equipment was very inadequate and poorly 
suited for the work in hand. 

His third proposition: “Interchange terminals have been 
created at most every necessary point where your corporation 
operates.” Again bear in mind this word “most,” as it leaves 
a convenient loophole for a later alibi in case all others fail. 

His fourth proposition: “Balanced freight has to a large 
extent been created, and when the channels offer satisfactory 
and continuous serviceable conditions, there is no reason to 
believe that there will be a lack of all that can be conveniently 
handled.” 

The two words, “large” and “when,” in this paragraph fur- 
nish a convenient exit for the General, if you attempt to corner 
him later on. 

Balanced freight traffic is certainly very desirable in any 
transportation system, and this is one of the aims which has 
been persistently and continuously sought by the ablest rail- 
road men for the last hundred years, without anything like the 
success which our optimistic General seems to see on our water- 
ways in the immediate future. 

The fifth requirement which the General mentions is: “Joint 
routes and rates have been established covering practically 
every section of the United States.” In this proposition the 
word “practically” furnishes the General a convenient back door 
of escape; but it is as nearly accurate as his primary proposi- 
tion that inland shippers obtain the same advantage in cents 
per 100 pounds as shippers located at waterway points. 

His sixth and last requirement, “an aquitable division of 
accruing revenue has, in many cases, been attained, but in the 
vast majority, they have not,’ attempts to throw the burden 
for the failure of his waterway administration on the rail car- 
riers of the country, when, as a matter of fact, it is inherent in 
the character of the instrumentality, and injustice of attempting 
to give to a few benefits to be provided and paid for at the 
expense of the many. 

The General seems to be terribly worried over what shall 
be done about the hundreds of millions of dollars already in- 
vested in our navigable streams. The cheapest and fairest 
thing to do with them is to do what the government did with 
the cantonments and ships built during the war—dismantle, 
salvage where possible, and forget them. There is no use in 
throwing good money after bad. Of course, this might make 
for less advertising and notoriety for the head of our inland 
waterways corporation, but it would certainly result in cheaper 
freight rates, when all costs are considered, on the average 
carload of freight shipped by our citizens. 

It is interesting to note, according to page 1218 of your 
issue of November 15, that the special interest clans are again 
gathering for another raid on the national treasury in behalf 
of waterway improvements. The president and general counsel 
of the Mississippi Valley Association called on President Hoover 
and his Secretary Newton, November 10, to urge that recom- 
mendations be made to Congress for an increase from 67 million 
to 85 million dollars in next year’s waterway appropriations. 

The National Rivers and Harbors Congress has called its 
annual “pork barrel convention” at Washington for Dec. 9 and 
10, just before the meeting of Congress, for the purpose of urg- 
ing on the members thereof the “crying necessity” for more 
and bigger appropriations for this “lusty infant” which Major 
General Ashburn would have us believe is already “self-nourish- 
ing and self-sustaining.” 
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This, however, is only another illustration of the homely 
old expression that “where the carrion is there will the croys 
be gathered together.” 

J. H. Johnston, Traffic Manager, 
Okla. Cottonseed Crushers’ Association, 
Oklahoma City, Okla., Nov. 18, 1930. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Np. 
vember 8-14, inclusive, was 469,793, as compared with 428 29: 
cars for the preceding period, according to the care service 
division of the American Railway Association. No shortage wa; 
reported. The surplus was made up as follows: 


Box, 210,957; ventilated box, 2,289; auto and furniture, 42,605. 
total box, 255,852; flat, 18,971; gondola, 90,402; hopper, 69,548;  totaj 
coal, 159,950; coke, 396; S. D. stock, 20,953; D. D. stock, 3,937; re. 
frigerator, 8,012; tank, 475; miscellaneous, 1,247. 


Canadian roads reported a surplus of 23,000 box, 2,160 auto 
and furniture, 550 flat, 700 S. D. stock and 150 refrigerator cars, 


SOUTHEAST ADVISORY BOARD 


Shippers and receivers of freight, together with railroad 
officials and representatives of industries in Alabama, Florida, 
Georgia, Mississippi, North and South Carolina, Tennessee ani 
Virginia, will gather in Nashville, Tenn., December 5, for the 
thirty-second regular meeting of the Southeast Shippers’ Advis. 
ory Board. 

Thomas J. Burke, commissioner, Charleston Traffic Bureau, 
Charleston, S. C., general chairman, will preside, assisted by 
E. Del Wood, traffic manager, Chattanooga Manufacturers’ Asso. 
ciation, Chattanooga, Tenn., vice-chairman, and A. J. Young, traf. 
fic manager, International Agricultural Corporation, Atlanta, Ga, 
general secretary. 

General Harvey Hannah, chairman, Tennessee Railroad and 
Public Utilities Commission, will address the meeting on “Ship. 
per and Carrier Cooperation in Rail Transportation.” 

The purpose of the meeting will be to forecast, as accurately 
as possible, anticipated business conditions in the first quarter 
of 1931, based on reports to be presented by all basic industries 
in the southeast, covering surveys of current and prospective 
production, markets, distribution and stocks on hand. 

Election of officers and the consideration of transportation 
problems in which shippers and carriers are mutually interested 
will be other features of the meeting. 


RAILWAY EXPRESS CONTAINERS 


CONTAINER 
RAILWAY EXPRESS 
AGENCY RY EX AGY 
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Having completed experiments on several routes out of 
Chicago, New York and Milwaukee, with fifty express col 
tainers such as those shown in the accompanying picture, the 
Railway Express Agency is preparing to extend the service » 
soon as additional equipment is obtained. The containers, 
which have a cubic capacity of 61 feet, obviate the necessity 
for trans-shipment of express packages. In this respect they 
are used like the older and much smaller package trunk. The! 
are made of plywood, covered either with steel or fiber, “e 
equipped with wheels, and have exterior pockets for labels a0 
waybills. Filled at the terminal with express for one poill, 
they are moved under seal to destination. They have bee? 
found particularly useful in the movement of fabrics, clothing 
and valuable merchandise of many kinds. 


















G. 
| 
=, 





ca No. 2 
ee 


> homely 
he crows 


ager, 
ciation, 


riod No. 
1 428 299 
. Service 
tage Was 


©, 42,606; 
48; total 
3,937; re. 


160 auto 
tor cars, 


railroad 
Florida, 
ssee and 
for the 
3’ Advis. 


Bureau, 
sted by 
rs’ Asso- 
ng, traf: 
nta, Ga, 


oad and 
n “Ship- 
curately 

quarter 
dustries 
spective 


ortation 
terested 


8 


ae 








November 29, 1980 




















FREE 


Write us to put your.name 
on our free subscription 
list for ‘Shippers’ Digest 
of Galveston”, published 
weekly. Sailing lists of 
vessels in the coastwise 
and foreign trade. News 
of grain, wheat, cotton, 
sulphur, petroleum and 
general cargoes. Valuable 
shipping information. 
Write us today on your 
company’s letterhead. 
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GALVESTON—AMERICA’S PORT OF QUICKEST DISPATCH 


Route VIA 
GALVESTON 


—The Water Gateway to and from the Great Southwest 


Your map will show you that GaLvEsTON is the natural, the 
logical seaport for that great Midwest region between the 
Mississippi River and the Rocky Mountains. There are no 
topographical hindrances to fast rail transportation straight 
to the Port. GALVESTON is a deep water port—vessels clear 
the docks and are on the high seas. 


Coastwise shipping lines operate between GALVESTON and 
important Atlantic Coast ports on regular schedules, giving 
fast, constant service. Shipping lines from GALVESTON serve 
every world port. 

GALVESTON’s high-speed service in port has earned for it the 
reputation of being “America’s Port of Quickest Dispatch’. 
The efficiency that unit control of every port activity gives 
saves the shipper time and money. 


We invite inquiries from shippers to and from the Southwest. 


Galveston Wharf Company 
Established 1854 
Galveston, Texas, U.S. A. 


George Sealy, President F. W. Parker, General Manager 
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Doings of the Traffic Clubs | 





The Traffic Club of the Manufacturers’ Association of Lan- 
caster, Pa., held its monthly meeting at the Hotel Brunswick 
November 17. The educational committee was in charge. A 
film, “The Trail of the Olympian,” was shown and commented 
on by A. H. Murphy, general agent, C. M. St. P. & P. A short 
talk was made by a member of the Lancaster Welfare Associ- 
ation. A short business session, presided over by President 
A. J. Kohler, preceded the entertainment. A debate will be 
held at the next meeting, December 15. 





Attendance at the annual dinner and election of the Brook- 
lyn Traffic Club at the Elks’ Club November 8 was more than 
300. The ticket of officers presented by the nominating commit- 
tee at the October meeting, consisting of the following, was 
unanimously elected: President, W. F. Wentz, superintendent, 
New York Dock Railway Company; vice-president, Spencer E. 
Hughes, traffic 
manager, McLellan 
Stores; secretary, 
A. C. Welsh, traffic 
manager, Brookbyn 
Chamber of Com- 
merce; treasurer, 
S. B. Spoor, traffic 
manager, Detmer, 
Bruner and Mason; 
assistant treasurer, 
H. Stowby, com- 
mercial agent, 
Universal Carload- 
ing and Distribut- 
ing Company; 
board, L. Harber, 
traffic manager, U. 
S. Printing and 
Lithographing Com- 
pany; E. F. Cam- 
pion, traffic man- 
ager, Ansbacher 
Corporation. C. E. 
Cotterill, commerce 
attorney and gen- 
eral counsel, South- 
ern Traffic League, 
spoke on “The In- 
terstate Commerce 
Commission and 
the New Jersey 
Lighterage Case.” 
Broadway artists 
provided entertain- 
ment. 





The November 
meeting of the Nor- 
folk-Portsmouth 
Traffic Club was held at the Southland Hotel November 19. 
There was a good attendance. Lieutenant Tom Mulroy, who 
was engineer in charge of oils and gasoline with the Byrd 
Expedition, made an interesting address on his experiences with 
the expedition. He was also with Admiral Byrd on his North 
Pole trip. and made comparisons between conditions at the 
“top” and “bottom” of the world. This was the first meeting 
under the new officers. Louis Rives, chairman of the enter- 
tainment committee, provided a program of entertainment. 





It was erroneously stated in this column November 22, that 
J. H. Dunlap, president of the Grand Rapids Transportation 
Club, would be toastmaster at the club’s seventeenth annual 
‘ banquet December 11. J. Arthur Whitworth, Lee-Higginson and 
Company, will be toastmaster. At the last monthly meeting 
the club voted to contribute $250 to the Grand Rapids Welfare 
Union. 





The Traffic Club of Minneapolis expects an attendance of 
about twelve hundred at its eighteenth annual banquet Decem- 
ber 4. Samuel O. Dunn, editor of the Railway Age, will be the 
speaker and Frank B. Townsend will be toastmaster. An ex- 
—" program of entertainment has been arranged, it is 
stated. ; 





The Transportation Club of Springfield (Ill.) will elect of- 
ficers at a meeting at the Elks’ Club December 2. 


The board 
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Lounge room in the quarters of the Traffic Club of Chicago in the Palmer House. 
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of governors has presented the following nominations: Pp 
dent, H. J. Ramsey; first vice-president, D. H. Irwin; sec, 
vice-president, L. H. Root; third vice-president, M. L. Piepe 
secretary, M. G. Clark; assistant secretary, C. J. Kraus; tre 
urer, G. Wehnert. 





The Traffic Club of St. Louis will hold its weekly lunchey 
at the Hotel Jefferson December 1. 














T. B. Curtis, executive vice-president, Associated Trag, 
Clubs of America, will speak on “The Line of Demarkation’” , 
a meeting of the Little Rock Traffic Club December 9. 
















Fred W. Sargent, president, Chicago and Northwesten 
and J. H. Beek, executive secretary, National Industrial Trag 
League, will be the speakers at the annual banquet of the Tra 
portation Club of Louisville at the Brown Hotel December | 
Mr. Sargent’s subject will be “Modern Trends in Transpo 








ovember 
















tion,” and that of Mr. Beek will be “The Elements of Pn 
perity.” Excellent entertainment is promised. Members of ti 
Ohio Valley Shippers’ Advisory Board in session in Louisvilj 
that day are invited. 





Harold F. Me 
ton, Stott Briqu 
Company, spoke w 
“Commercial Ay 
tion” at a lunchey 
of the Transpo 
tion Club of §& 
Paul at the Hotd 
Lowry November 
25. Clarence] 
Rice, Green By 
and Western tenor, 
accompanied by hi 
wife at the piano, 
sang a number o 
songs. 





The fourteent 
annual dinner of 
the Traffic Club o 
Memphis will bh 
held at the Hotd 
Gayoso December}, 


















J. E. Hannegat, 
chairman of the 
Southwestern Pas 
senger Association, 
addressed the San 
Antonio Trafic 
Club at a meeting 
of the club Novem 
ber 10. 





Colonel Harve 
H. Haines, vice 
president and gel 
eral manager, Port 
Arthur Chamber 0 
Commerce, spoke on the Intracoastal Canal, at a meeting of the 
Sabine District Traffic Club November 17. He discussed the his 
tory of the project and probabe developments. An elaboralt 
program of entertainment, provided by Harry Gordon, wai 
presented. 


7 This 
is the largest traffic club in the country, having approximately 1,500 resident and 700 
non-resident members. 





The Muskegon Transportation Club has decided to give met 
bers in good standing their dues for 1931, “for the express pur 
pose of doing our bit towards relief of the strenuous period Wé 
are now going through.” Only two meetings will be held in the 
— the annual banquet and a golf outing, according to preset! 
plans. 





At the weekly luncheon of the Traffic Club of Kansas City 
at the Hotel Baltimore November 24, Al Berger, attorney, spoke 
on “Impressions of Europe,” having recently returned from thet. 
“N. C. & St. L. Day” will be observed December 8, when Charles 
— vice-president and traffic manager, will be guest of the 
club. 





The annual dinner of the Bridgeport Traffic Association will 
be given at the Stratfield Hotel January 26. 





The Traffic Club of Tulsa held its twelfth annual electiol 
November 21 at the Mayo Hotel. The following were electet: 
President, C. J. Payton, traffic manager, Sinclair Oil and G4 
Company; vice-president, W. L. Meyers, division freight agett 
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Along the Chicago Aurora end Elgin 


Railroad are excellent locations for 
industries of any size or nature. 


Carload shipments are made by indus- 
tries on the C. A. & E. to all parts of 
the country—conveniently and quickly 
—through its nine direct interchange 
connections with five Chicago Trunk 
Lines and three Belt Lines. 


We have complete information on 
attractive industrial sites in this territory 
and invite your inquiries. 


CHICAGO’ 
AURORA AND F LGIN 





B\ RAILROAD, 


C. H. SCHILDGEN, Industrial Agent 
C. D. FINNEGAN, Asst. Industrial Agent 


2 West Adams St., Chicago Phone State 0517 


— , 1 
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EST OF CHICAGO 


































WAREHOUSING 
FACILITIES 







Another Reason 
Why You Should 
Ship Through 


PORT HOUSTON 
If 


— You are a broker with foreign cargoes 
coming in, not all sold or destined for 
one point— 


























— You are a cotton merchant or exporter 
and have no port concentration ware- 
house— 








— You are a manufacturer and want to 
do business in the Southwest, but have 
not sufficient volume to justify a 
branch office— 






















— You have any kind of commodity to 
forward from train to storage to ship 
or ship to storage to train and haven’t 
the time or facilities to handle it per- 
sonally— 























You’ll appreciate the warehousing advantages of 


HOUSTON 







There are 
2,448,900 sq. ft. of general 
storage space 
1,456,586 cubic ft. of cold 
storage space 
1,485,000 bale capacity cot- 
ton warehousing 













Warehouses are modern, fireproof, 
sprinkler equipped and will save you on 
insurance premiums. 


Send for the Houston Port Book and 
Port Register. They have a lot of 
information you'll want. Drop 
_.a.line to the nearest repre- 
sentative of the Houston 
Port Bureau. 






























J. C. MAYFIELD T. P. BARTLE 
1512 Whitehall Bldg., 433 Board of Trade Bldg., 
New York City Kansas City, Mo. 

F. C. DEZENDORF T. L. EVANS 
Cotton Exchange Bldg., Chamber of Commerce Blidg., 
Dallas, Texas Houston, Texas 






DIRECTOR OF THE PORT 


Fifth Floor, Courthouse 
HOUSTON, TEX. 













M.-K.-T.; secretary-treasurer, M. R. Rhoades, traffic representa- 
tive, Missouri Pacific; directors, H. L. Armstrong, assistant traffic 
manager, Skelly Oil Company; L. W. Witte, assistant traffic 
manager, Mid-Continent Petroleum Corporation; Roy Watten- 
barger, general agent, L. & A. a 





The annual dinner of the Traffic Club of Newark will be held 
at the Elks’ Club January 22. J. H. Hughes, superintendent of 
the Railway Express Agency and a former president of the 
club, is chairman of the entertainment committee. 





A business meeting of the Women’s Traffic Club of San 
Francisco was held November 25 at the Women’s City Club. 
Dolores Cardenas, director, is leaving for Mexico City. 





The Miami Valley Traffic Club announces its last regular 
meeting for the fiscal year as a dinner at the Miami Hotel De- 
cember 2, with O. S. Lewis, general freight traffic manager, 
Baltimore & Ohio, as the speaker. 





“Cotterill Night” will be held by the Traffic Club of Balti- 
more at the Southern Hotel December 4. An exceptional musi- 
cal program and other features will be presented. Charles E. 
Cotterill will speak on “Transportation and Politics.” Richard 
E. Cleveland, son of former President Cleveland, will be toast- 
master. 


William “‘Hilde- 
brand, the new presi- 
dent of the Newark, 
N. J., Traffic Club, 
started his business 
career with the Penn- 
sylvania Railroad at 
River Street Station, 
Newark, N. J., twenty- 
six years ago. He 
worked in various posi- 
tions and on April 16, 
1916, he took a posi- 
tion as assistant traffic 
manager with Thomas 
A. Edison, Inc. In 1920 
he was promoted to 
traffic manager and 
shortly after he consol- 
idated the traffic de- 
partments of the vari- 
ous Edison Industries 
into one general traffic 
department, and in 1921 
was made_- general 
traffic manager of all 
the Thomas A. Edison 
Industries. In June, 
1930, he was made vice- 
president in charge of 
traffic for the Thomas 
A. Edison Industries. 
Mr. Hildebrand has been active in transportation circles for 
many years. He has recently completed a term as president 
of the New Jersey Industrial Traffic League. He is also chair- 
man of the eastern traffic committee of the Radio Manufacturers’ 
Association. 








The next monthly dinner of the Columbus Transportation 
Club will be given at the Neil House December 10. 





A “members’ dinner,” at which officers were to be elected, 
was held by the Traffic Club of New York November 25. The 
nominating committee presented the following ticket of officers: 
President, Walter Bockstahler, vice-president, U. S. Freight 
Company; vice-presidents, T. N. Cook, freight traffic manager, 
Ocean Steamship Company, and Charles E. Arentzen, general 
eastern freight agent, Lackawanna; secretary, R. H. Goebel, 
traffic manager, Rubber Manufacturers’ Association; treasurer, 
G. M. Loeffler, traffic manager, Nestles Food Company; board, 
F. X. Quinn, freight traffic manager, Pennsylvania; C. A. Swope, 
general eastern freight agent, L. & N., and P. W. Moore, traffic 
manager, Queensborough Chamber of Commerce. 





The Traffic Club of Pittsburgh will give its “mid-year din- 
ner” at the William Penn Hotel December 10. A large attend- 
ance is expected, including members of the Allegheny Regional 
Advisory Board, which will be in session in the city that day. 
Preceding the dinner, a reception, complimentary to Joseph C. 
Nevin, managing director of the Pittsburgh branch of the Fed- 
eral Reserve Bank, Cleveland, will be given. Mr. Nevin will 
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speak at the dinner. President A. L. Doggett will preside , 
troducing Mr. Nevin. 














Two addresses, nomination of officers and a report op 4 
Christmas “Jinks” featured a meeting of the Pacific Tyag 
Association at the Palace Hotel, San Francisco, November 
F. W. Gomph, agent, Pacific Freight Tariff Bureau, and J, 
Cuddy, managing director, Californians, Inc., were the speake 
The following nominations to office were presented: Pregigg 
D. C. Wilkens, commercial agent, Western Pacific; first yj, 
president, George A. Culbert, traffic manager, General Elect; 
Supply Company; second vice-president, H. H. Pierson, tra 
manager, Williams, Dimond and Company; third vice-presige, 
L. H. Wolters, traffic manager, Golden State Milk Products (y 
poration; executive secretary, Roland M. Wolf, traffic Manage 
Retail Furniture Association; directors, W. E. Dooling, assist; 
district manager, American-Hawaiian Steamship Company: 
K. Donelson, assistant traffic manager, Pioneer Rubber Mj} 
A. I. Hoskins, assistant to general freight traffic manag 
Southern Pacific; Norman W. Hall, division freight agent, San 
Fe; A. V. Mattingly, traffic manager, State Products Termiy 
The election will. be held December 8. 















































“The Industrial Traffic Manager” will be the subject of 71 
Harkrader, president of the Associated Traffic Clubs of Amerie, 
who will speak before the Richmond Traffic Club January 1 


























































There was an attendance of about 80 at a meeting of 
Terre Haute Transportation Club November 24. L. C. Sorrd 
professor of transportation, University of Chicago, was t 
speaker. His subject was “How to Become a Better Trafij 
Officer.” The stages through which the traffic official passa 
in increasing his effectiveness were outlined by Professor Sorrd 
as follows: 1. Studies to better his own immediate task; ! 
finds out sooner or later that that involves other departments 
needs cooperation; 3. to secure that finds that he must stui 
their problems from the traffic angle; 4. discovers that the 
too, need education along transportation lines; makes an effo 
to give it, in order to secure cooperation; 5. as as a result d 
1 to 4, inclusive, is consulted on policy and organization mi 
ters; 6. finds out that some improvements require cooperatia 
with other shippers as well. 




















The Winston-Salem Traffic Club will hold its next dinna 
meeting at the Robert E. Lee Hotel January 6. Representative 
of the Pennsylvania Railroad will have charge of the program 
C. B. Sudborough, assistant vice-president of the line, Phil 
delphia, will be the principal speaker. Entertainment will 
provided by the Keystone Quartette of the Pennsylvania. 





The transportation committee of the Hartford Chamber 0 
Commerce will hold its annual banquet February 11. Dr. Jame 
L. McConaughy, president of Wesleyan University, will be on 
of the speakers. His subject will be “Present Day Opportuni 
ties for the Young Man and Woman.” 


COMMISSION PRACTITIONERS 

The following have been admitted to practice before tl 
Commission: William Hughes Allen, St. Louis, Mo.; Ellswortl 
C. Alvord, Washington, D. C.; K. C. Batchelder, Longviet 
Wash.; Leslie A. Bryan, Syracuse, N. Y.; Louis G. Caldwel 
Washington, D. C.; William Campbell, Bloomfield, N. J.; Hen 
B. Cole, Taylor, Texas; Leon Forrest Cross, Chattanooga, Ten 
W. S. Curlett, New York, N. Y.; G. C. Dekle, Millen, Ga 
William S. Doty, Pittsburgh, Pa.; Jonathan C. Gibson, Was 
ington, D. C.; E. L. Glenn, Decatur, Ala.; James E. Hart, (1 
cago, Ill.; Forrest B. Jackson, Jackson, Miss.; Harry H. lé 
Detroit, Mich.; H. S. McCafferty, Columbus, Ohio; David ! 
Macmillan, New York, N. Y.; Melville J. Mendel, New Yori 
N. Y.; D. L. Mullen, Wichita, Kan.; John De Witt Pierce, Ct 
cago, Ill.; Thomas A. Thornton, Pittsburgh, Pa.; A. Jacks0l 
Vliet, Jr., New York, N. Y.; Gerald T. Whitmore, Detroit, Mic 


LARGE CAR REBUILDING PROGRAM 


The Northern Pacific will start at once to expend $4,500,0! 
in the largest car rebuilding program it ever has undertakel 
on its own system, President Charles Donnelly says. 

About 600 men will be added to the company’s forces {0 
fully a year in the territory between St. Paul and the Pacili 
coast, involving an addition of about $1,000,000 to the company’ 
payroll; and a large number of men must be set at work f0 
some months in industries from which material will be DP 
chased, including lumber, steel and iron. 

The company’s program calls for rebuilding and modernizil! 
3,000 cars to present-day standards. Involved will be 1,000 
frigerator cars, 1,000 box cars, construction of 500 coal cars int 
box cars and 500 box cars into live stock cars. 
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HE captain of a great ocean liner or cargo carrier might 


guide his ship into 


and out of port without difficulty, but 


he employs a pilot because shifting currents sometimes 


alter ship channels and 


it is the pilot’s duty to know beyond 


doubt that all traffic lanes to and from deep water are clear. 
From this association of piloting traffic through clear 
traffic lanes comes the name, “The Pilot,” which (as the 
result of a recent Name Contest) has just been given the 
Norfolk and Western Railway’s fast merchandise train, 
No. 86, operating from the Midwest to the Virginias and 


Carolinas, including 


the Port of Norfolk, Va. And just 


as the port pilot gets ships safely to anchorage or to 
piers, so will “The Pilot” get your merchandise to its 
destination safely, efficiently and economically. 


Freight Traffic Department representatives of the railway are located at important points from 


coast to coast. They will welcome an o 


pportunity to aid in piloting your merchandise shipments 
-safely into port. 





NORFOLK«« WESTERN 


ROANOKE 
VIRGINIA 


RAILWAY 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 


transportation of freight. A traffic man of long experience and wide knowl- 


edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Tariff Interpretation—Enameled Stove Castings 


INMinois.—Question: We would appreciate your opinion in 
regard to the following: 

Prior to the effective date of Supplement No. 33 of Official 
Classification No. 49 (Consolidated Freight Classification No. 5), 
a description and rating was shown on “Stove or Range Parts, 
iron, or steel, other than Castings,’ and on “Stove or Range 
Castings, Iron or Steel.” The minimum weight in connection 
with the rating on Stove Parts was 24,000 pounds, and in con- 
nection with the rating on Stove Castings was 36,000 pounds. 

We are confronted with the opposition of the carriers to 
the application of the rating on stove parts when applied to 
enameled parts. The reasoning advanced for refusal to apply 
the stove parts rating is that the shipments were enameled 
castings. It is admitted that when the parts were sent to the 
enameling plant they were castings. However, we insist that 
without a more definite description, such as is now carried in 
Item 14, page 474, Official Classification No. 50 (Consolidated 
Classification No. 6), the Stove Parts rating must be applied 
after the parts or castings are enameled. 

We believe it is well understood that a casting ceases to be 
a casting just as soon as it is put through some further finishing 
process, i. e., unless there is a specific description, such as that 
now shown in the Classification on “Enameled Castings,” etc. 

The Commission in 139 I. C. C. 361 dealt with the rating 
applicable on enameled sheet steel, which were cut to shape 
for stoves, and while this decision is directly in point, we are 
interested in having your opinion, and reference to any further 
decisions of the Commission where the same principle was in- 
volved, regardless of the commodity. 

Answer: In our opinion the same question is not involved 
in the instant case as was before the Commission in Howard 
Stove & Furnace Co. vs. C. B. & Q. R. R., 139 I. C. C. 361, unless 
the castings, after being enameled become stove parts, which, 
however, does not seem to be the case, in view of the specific 
rating now carried in the Classification on stove castings, 
enameled. : 

We are inclined to agree with the carriers that the rating 
published in Item 31, page 422, of Consolidated Freight Classifica- 
tion No. 5 on Stove and Range Castings, Iron or Steel, applied 
on enameled castings, there being no limitation of the rating to 
castings other than enameled. 

We can locate no decision of the Commission which 
determines the question of whether the enameling of a casting 
transforms the casting from a casting into a finished part, which 
is the determining factor in arriving at a conclusion in the 
instant case as to whether the rating in Item 31, page 422, of 
Consolidated Classification No. 5 on Stove or Range Castings, 
or the rating in Item 32 on Stove or Range Parts, iron or steel, 
other than castings N. O. I. B. N., is the applicable rating on 
enameled stove or range castings. 


Tariff Interpretation—Class vs. Commodity Rate Factors in 
Constructing Combination Rates 


Minnesota.—Question: We shipped. a commodity between 
points, no through class or commodity rates published. We filed 
claim for overcharge using class rate from base point to destina- 
tion. Carriers decline a refund, contending that commodity 
rate from base point takes precedence, and must be used from 
base point to destination. The commodity rate is named SWL 
114 Series, being only a commodity tariff, it contains no alterna- 
tive application. The class rate named in SWL 68 is lower 
than the commodity rate. 

It is our contention that the class rate is the legal rate to 
apply, quoting I. C. C. Circular No. 20, Rule 55, paragraph B, 
while carriers refer us to Rule 7, paragraph A of the same 
Circular for justification of declination. 

We called their attention that our shipment does not come 
within the restrictions provided by Rule 7, paragraph A, for it 
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specifies application of commodity rate, “origin to destinatio,: 
And as above stated there are no through class or commodity 
rates from origin to destination and St. Louis, the base pojn, 
merely one of the points en route of shipment, and Rule 55 y 
Circular 20 states in the absence of through rates, the lowest 
combination may be used. 

We will appreciate your advice, also citation to Interstg, 
Commerce Commission decisions confirming either our or th 
carriers’ contention. 


Answer: Even granting that Rule 7 (a) of the Commissioy, 
Tariff Circular No. 20 is not applicable, because it reads “frop, 
origin to destination” (although we do not think the Commissio, 
intended such limitation, but really means that wherever , 
commodity rate between the same points is established, ; 
removes application of the class rate except where their alterna. 
tive use is authorized), Rule 55 merely provides that: 


“If no rate is named from pont of origin to destination x 
a shipment via the route of movement, the lowest combinatio) 
or rates applicable via the route of movement is the legal rate. 


The question presented is really what is the rate applicab) 
from St. Louis to destination which is to be used as a factor jy 
basing the lowest combination. Rule 55 does not say whether 
it is a class or a commodity factor. The class tariff applying 
from St. Louis, however, doubtless carries a clause to the effec 
that if a commodity rate is established between the points ; 
removes the class rate, and that removes the necessity of rely. 
ing on Circular 20 rules in determining which rate to use west of 
St. Louis. As the Commission said in Indian Refining Co. 1s, 
L. & N. R. R., 112 I. C. C. 732, this provision of the tariff circular 
requiring the use of the lowest combination means the lowest 
combination of “applicable” factors, and that the question t 
determine is what those applicable factors really are. In the 
instant case the class tariff tells us that the commodity facto 
is the one to use between the points governed by that tariff, 
and as the tariff applies for combination purposes as well as 
for l6cal traffic, and the rule in the tariff is not limited to local 
traffic, it perforce must apply also to traffic moving between 
those points when from points from which there are no joint 
rates available. 


Demurrage—Cars Stopped in Transit to (Partly Unload 


Georgia.—Question: I will appreciate your opinion, with any 
specific ruling of the Interstate Commerce Commission you may 
have on the following transaction: 


A car of varnish moved from Chicago, Ill., to Atlanta, Ga, 
car weighing 36,000 pounds. This car, of course, was stopped at 
Atlanta and switched to consignee’s side track. The car was 
partially unloaded, approximately 26,000 pounds, being taken out 
of the car, the remainder of the shipment being forwarded to 
Macon, Ga. While the car remained in Atlanta a demurrage 
charge of $2.00 accrued according to the Southeastern Demurrage 
& Storage Bureau. This charge I do not think should have 
been assessed, it being my opinion the varnish moving into 
Atlanta, placed, freight charges paid and the load partially taken 
out, a new bill of lading being taken out for the movement to 
Macon, Ga., thus, in my opinion, constituting two separate and 
distinct transactions. The Demurrage Bureau claim the $2.00 
was assessed under the provisions of Demurrage Rules No. 2, 
Sec, B, Paragraph 4 (not 2-B-1), which provides that 24 hours’ 
ffe@ time will be allowed except as otherwise provided in 
Derfiurrage Rule No. 2, Sec. A, Paragraph 3. 

tn your issue of Nov 8, Volume 19, under the heading of 
Ohio; you make answer to a similar transaction. However, I do 
not feel the question brought out in Ohio of this issue is exactly 
the game, for which reason I will be obliged if you will give 
me your opinion. 

] might add this car arrived at Atlanta the afternoon of 
September 20, was placed the morning of September 21, col 
signee unloading part of the varnish and taking out a new bill 
of lading September 23. 

Answer: Rule 2-B-4 of the Demurrage Rules provides that 
twenty-four hours’ (one day) free time will be allowed whet 
cars are held to partly unload. The shipment as described, in 
our opinion, clearly comes within this provision. Rule 3-D 
provides ‘that on cars delivered on industrial sidings time will 
be computed from the first 7:00 a. m. after placement. In this 
case, therefore, time should be computed from 7:00 a. m. Mot 
day, September 22. The one day free time would expire a 
7:00 a. m. Tuesday, September 23. Rule 7-A provides that the 
charge per day, or fraction of a day for the first four chargeable 
days will be $2.00. Unless the shipment was billed out before 
7:00 a. m. of the 23d, under the facts given us we believe charges 
have been corre¢tly applied. 


Classification Rules—Minimum Charges on L. C. L. Shipments 
Moving on Combination Rates 


Kansas.—Question: I would like to put a small problem 
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The Signode System is a method 
of tightly encircling a shipping 
unit with bands of steel and 
securely sealing the cvertaaeens 
ends (under pressure) within 
a metal sleeve called a 
Signode Seal. No riv- 
ets, buckles or nails 
are needed. 


Bother with Small Things? 


The delegation of responsibility is sound—but some- 
times the latent possibilities of obvious things are not 
apparent to those who may be too close to their jobs— 
they occasionally need a detached viewpoint—perhaps 
your own. 

Take the case of shipping for example, savings from 
$100 to $10,000 a year or more are available through the 
application of the Signode Tensional Steel Strapping 
System. Hundreds of leading firms such as General 
Electric, Sears Roebuck, Gillette, etc., are economizing 


through this remarkable method and they are eliminating 
damage and pilfering as well. 

Yet the average manufacturer often overlooks his 
shipping department—does not always take advantage. 

Why not check today—Is your firm using Signode? 
Are they familiar with the system? If not, it will pay to 
investigate. Call a Signode Shipper or write for ‘‘Guide to 
Better Packing and Shipping.’’ Signode Steel =“ 
Co., 2613 N. Western Ave., Chicago, Ill., U.S. A. Offices 
in Principal Cities. Canadian Steel Strapping Co., Ltd., 
Montreal, Quebec. 


SIGNODE 


dhe Sealed Tensional Strapping 


Carton Box Crate 


Bundle 


Skid Shipment| 3. Signode Bulkbound Carload 
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before you over which there is sometimes quite a difference of 
opinion. 

Consolidated Freight Classification No. 6, Rule 13, para- 
graph (c) provides a minimum of ist class on articles rated 
higher than first. The question is, on a shipment of silver 
plated ware N. O. I. B. N. page 459, Item 15, Consolidated Freight 
Classification No. 6, weighing 90 pounds, from New York, N. Y., 
to Topeka, Kansas, would it be proper to assess the charges on 
the actual extension on the combined total through rate or 
protect the minimum of first class up to the Mississippi River 
and the extension on the 1% class beyond. 


Rate Freight 
Example: First class to M. R. 166 166 M. R. 
14%4times first class beyond 180 
Wt. 90 180 $.32 
TOTAL 346 
OR 
Wt. 90 166 166 
180 162 
328 


This makes a small difference in the freight charges and | 
would like to know if you could cite me to some Interstate Com- 
merce Commission ruling or other interpretation regarding this 
question. 

Answer: In our opinion the shipment as described, consist- 
ing only of a single article rated 1st class in Official, and 1% 
times 1st class fh Western Classification territories respectively, 
falls under Rule 13, paragraphs (a) and (b), which read as 
follows: 

The minimum charge for a single shipment of less than carload 


freight from one consignor to one consignee on one bill of lading 
we x classified first class or lower, for one hundred pounds at 
the first class or commodity rate applicable thereto; or ; 

(b) If classified higher than first class, for one hundred pounds 
at the first class rate.... 

Paragraph (c) applies to shipments consisting of two or 
more articles. 

Inasmuch as the rate from New York to the Mississippi 
River is published in a separate tariff, is governed by a separate 
classification, and is subject to application of the classification 
rules, and the rate from the Mississippi River to destination is 
published in another tariff, subject to its own governing classifi- 
cation, and its own application of the minimum charge rule, it 
is necessary to determine the total charge on the shipment from 
New York to the River, then determine the total charge on the 
shipment from the River to destination, and then combine the 
charges. We cannot combine simply the bare rate factors from 
origin to final destination, independently of their individual 
minimum charges, and then make a single application of the 
minimum charge rule to the total through charges. It should 
be remembered that Consolidated Freight Classification No. 6 
is three classifications in one book, and that each classification 
carries its own rule and must be applied independently of the 
other classification. 

In this instance, paragraph (a) of Rule 13 applies to the 
Official Classification rate, and makes the shipment subject to 
a charge of $1.66 from New York to the River. Paragraph (b) 
applies west of the River because west of the River the article 
takes higher than Ist class. Actual weight of 90 lbs, at 1% 
times 1st class or $1.80 aggregates $1.62 and this exceeds the 
minimum charge of 100 lbs. at 1st class, so that the combined 
charge will be $1.66 plus $1.62, or $3.28 for the shipment from 
origin to destination. 





Digest of New Complaints 





No. i". — No. 1. Hickman Coal Co. et al., Hickman, Ky., vs. 

. < OC a. 

Unreasonable rates, Kentucky mines to Hickman, Ky., 
and Ridgely, Tenn. As es and reparation. 

No. 23868. Sub. No. 2. Wilson & Co., Inc., et al., Chicago, Ill., vs. 
A. TT. & BB. F. ot ail. 

Unreasonable rates, fresh meats and packing house products, 
in straight and/or mixed carlonds, Chicago, Kansas City, Kan., 
Oklahoma City, Nebraska City, N Albert Lea and Faribault, 
Minn., to points in Oregon, Washington,—€alifornia and Arizona. 
Ask rates and reparation. 

No. 23913. Sub. No. 9. Tilghman Lumber Corporation, Sellers, S. C., 
va. Av & i, ot ail. 

Unlawful charges, lumber; Sellers, S. C., to Lenoir, N. C. Asks 
for reparation. 

No.. 23855. Sub. No. 2. Burnley Brothers et al., Charlottesville and 
Waynesborofi Va., vs. C. & O. 
Unreasonable rates, ~“agal, from New River and Kanawha fields 


coal, 


in West Virginia to esville and Waynesboro. Ask for 
reasonable rates and reparation. 
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No. 24019. Do/More Chair Co., Elkhart, Ind., vs. A. & R. et a), 

Unreasonable, unjustly discriminatory and unduly prejugig 
ratings and charges, iron and steel and wooden factory and og, 
chairs, Elkhart, Ind., and Sturgis,<Mick- =, to various points in ¢ 
big classification territories. Asks for reasonable, non-discrin;,, 
tory and non-prejudicial ratings and charges and_ reparation 

No. 24020. Swift & Co. et al., Chicago, Ill., vs. Can. Pac. et al, 

Illegal charges, fresh and frozen meets, Edmonton and oth 
points in Canada to San Franci ; south San Francisco ang 
Angeles, Calif. Ask for reparation. 

No. 24021. Cultra Co., Salina, Kan., vs. A. T. & S. F. et al, 

Unreasonable and unduly prejudicial rates, drgssed poultry » 
eggs, points in Kansas to destinations in New Yoris—tie Tse) 
Massachusetts, Maine, Pennsylvania, Connecticut, Rhode Isjayj 
New Hampshire and Vermont. Asks for reasonable and jy, 
prejudicial rates and reparation. ; 

No. 24022. American Cotton Waste & Linter Exchange et al,, By 
ton, Mass., vs. B. & M. et al. 

Unreasonable and/or illegal charges, commodities claimed ; 
be cotton factory sweepings, but which carrier to be fy 
mill waste, from Tucapau, S. C., to Springfield, Mass., Gp 
Rapids, Mich., Philadelphia, Pa., and Providence, R. I. Ask { 
cease and desist order and reparation. 
~— Schaffner Brothers Co., Erie, Pa., vs. C. C. C. & St] 
et al. 

Charges on livecstock, points in Ohio to Erie, Pa., alleged to, 
in violation of the TouTth section. Asks for reparation. ” 
No. 24024. Tarr & McComb Corporation, Los Angeles, Calif., vs, §, 

Illegal charges, aats, Ft. Worth, Tex., to Redlands, Calif, \ 
Puente, Calif. Asks for reparation. 

No. } wy oo Creosoting Co., Pensacola, Fla., vs. A. T. &4 

. et al. 

Unreasonable rates, creosoted pears Polen: Pensacola, Fi 
to Pringle, Waka, Spearman and Perr n, Tex., by reason: 
—_— of fourth section. Asks for reasonable rates and repay, 
ion. 

No. 24026. Darling & Co., Chicago, IIll., vs. C. C. C. & St. L. et al 

Unjust and unduly prejudicial rates and charges, coal, Hari 
burg, Eldorado, Ill., via interstate routes, to Chicago, ALL Agi 
for reasonable rates and reparation. 

No. 9 Brunswick-Balke-Collender Co., Chicago, Ill., vs. C. G,] 
et al. 

Rates and charges, electricat-appliances, Schenectady, N. | 
to Dubuque, Ia., in violation of sections 1, 2, 3, 4, 6 and 16. As 
for lawful rates and reparation. , 

No. 24028. J. C. Famechon Co. (no address given), vs. N. P. et al, 

Unlawful charges, pgtatoes, Bowlus and Rice, Minn., to Pens 
cola, Fla., and Baton » La. Asks for reparation. 

No. yi W. B. Northrup Co. (address not given), vs. D. & R. G. 
et al. 

Illegal and unlawful rates or charges, Mack, Col 
to Chicago, Ill. Asks reparation. 

No. 24030. Ohio Chemical & Manufacturing Co., Cleveland, 0., 
nN. 2 ©: ot al. 

Unreasonable rates, nitrous oxide (dental gas), Cleveland, 
» Chicago, Ill., Minneapolis am™~Cambridge, Mass. Asks repari 
ion. 

No. =, Bell & oe Inc., Portland, Ore., vs. S. P. 

arge iolation sections 1 and 3, carload domestic shipmen 

of bawahas, San Francisco, Calif., to Portland, Ore., as pom see 

with rates on import traffic from San Francisco, shipside. Ask 
rates and reparation. 

24032. Fruit Service Co., Duluth, Minn., vs. A. T. & S. F. eta 


_ Rates in violation sections 1 and 3, ions, Vroman, Colo., orig 
inally consigned to Chicago, IIl., veceneininat Kansas City, | 
on and again reconsigned to Duluth, Minn. Asks repari 
ion, 
No. 24033. C. T. Duffee, doing business as Duffee Lumber Co., Bim 
ingham, Ala., vs. C. of G. et al. 
Rates in violation of sections 1 and 6, nag, Daten, Ala 
to Montgomery, W. Va. Asks reparation. 
No. 24034. Reynolds Metal Co., Inc., Louisville, Ky., vs. B. & 0. 
Rates in violation section 1, alumi ++, embossed or print 
mixed with other articles, Louisville, Ky., to Brooklyn, N. 
Asks cease and desist order and reparation. 
No. 24035. Traffic Bureau-Lynchburg, Va., Chamber of Commerce { 
Williams & McKeithan Lumber Co., vs. S. A. L. et al. 
Rates in_ violation sections 1 and 4, lumber, Vimont, Fia., ! 
Edenton, N. C. Asks reparation. 
No. 24036. Swift & Co., Fertilizer Works, Calumet City, IIl., vs. G.\ 
Rates or charges in violation sections 1 and 4, fertilizer, Call 
met City, Ill., to Elk River and Anoka, Minn. Asks reparatio 


CONDITION OF LOCOMOTIVES 


Class I railroads of this country on November 1 had 4,4 
locomotives in need of classified repairs, or 8.9 per cent of tl 
number on line, according to reports filed by the carriers Wi 
the car service division of the American Railway Associatia 
This was a decrease of sixty-nine locomotives below the numbé 
in need of such repair on October 15, at which time there we 
5,005, or nine per cent. Class I railroads on November 1 ba 
7,514 serviceable locomotives in storage, compared with 7,618 
October 15. 
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LIGHT INDUSTRIAL TRACK SCALES 


The Bureau of Standards of the Department of Commer 
has published specifications for the manufacture of knife-ed 
track scales of the straight lever types for weighing cars | 
light industrial service. They are embodied in circular No. 
of the Bureau of Standards and may be obtained from the sup? 
intendent of documents, Washington, D. C., for five cents. 
an introduction to the specification the circular says that 
specifications are intended to apply to scales of the type mé 
tioned. The introduction further says that requests for P" 
posals for track scales conforming to these specifications shou 
call for “light industrial service railway track scales,” 
should include such other information as would insure comple! 
and intelligent proposals. 
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Personal Notes 


T. M. Ross has succeeded Oliver E. Sweet, now director of 
the bureau of finance of the Commission, as assistant general 
solicitor of the bureau of valuation. He has been with the 
bureau of valuation since 1925. 

Charles Henry Markham, chairman of the board of the 
Illinois Central, died in Altadena, Calif., November 24. He was 
69 years old and had been in ill health for about four years. 
Funeral services were held in Chicago November 28. 

Col. Benjamin C. Allin has resigned as director of the Port 
of Houston, to assume a similar position at Stockton, Calif. 
The resignation is effective December 31. 

The following have been elected members of the board of 
the American Railway Association: Eastern territory—J. M. 
Davis, president, Delaware, Lackawanna & Western; R. B. White, 
president, Central of New Jersey; New England territory—Percy 
R. Todd, president, Bangor & Aroostook; Southern territory— 
W. R. Cole, president, L. & N.; Fairfax Harrison, president, 
Southern Railway; Western territory—Charles Donnelly, presi- 
dent, Northern Pacific; C. R. Gray, president, Union Pacific. 
A. T. Dice, president, Reading, and W. J. Jackson, chairman of 
the executive committee, C. & E. I., have been elected members 
of the nominating committee. 


John K. Ottley, Jr., formerly Atlanta traffic representative 
for the air mail lines operated by Eastern Air Transport, has 
been made division traffic manager for both the air mail and 
passenger lines of the company. He will be in charge of the 
territory served by the line from Greensboro, N. C., to Macon. 
Passenger service over the Atlanta-New York section will be 
opened December 10 and on the Atlanta-Miami section the first 
of the year. He will be succeeded as Atlanta traffic representa- 
tive by Richard L. Hull, formerly connected with the Curtiss- 
Wright Flying Service in Atlanta. 

The Alumni Association of the College of Advanced Traffic, 
Chicago, held its annual election and dinner at the Morrison 
Hotel November 18. The following were elected: President, 
C. E. Hoople; vice-president, F. W. Miller; treasurer, G. M. 
Beirdneau; recording secretary, W. F. Riley; financial secretary, 
H. L. Groff; parliamentarian, A. A. Pioch; board, H. A. Hoym, 
George A. Matz, Thomas J. Flynn. 


A testimonial dinner was given Al Davis, vice-president, 
National Freight Company, by his friends "November 22 at the 
club house of the Grand Street Boys of New York. The dinner 
was attended by four hundred, representing not only the traffic 
industry, but also many of his friends from other lines of busi- 
ness. The committee in charge was Fred Bouchard and J. L. 
Williams. The toastmaster was Walter Bochstahler and the 
speaker William J. Egan, director of public safety of Newark, 


Following a meeting of the board of the New Haven Rail- 
road, it was announced that Benjamin Campbell, vice-president 
in charge of traffic, will, at his own request, retire from active 
service on December 1, after 23 years of service. He will retain 
his connection with the company in an advisory capacity, assist- 
ing the president on traffic problems. At the same time an- 
nouncement was made of the appointment of Frank J. Wall as 
general traffic manager, in charge of traffic for the New Haven, 
the New England Steamship Company, the Hartford & New 
York Transportation Company, and the New York, Westchester 
& Boston Railway, effective December 1, 1930. His headquarters 
will be in New Haven. 

New executive officers of the Railway Business Association 
for next year are George W. Struble, Bethlehem, Pa., vice-presi- 
dent, Bethlehem Steel Company, and W. P. Murphy, Chicago, 
chairman of the board, Standard Railway Equipment Company. 
M. G. Truman, Chicago, W. L. Conwell, New York, and George 
A. Martin, Cleveland, vice-presidents, who had retired after 
serving the usual four one-year terms, have been appointed 
executive members, and those reappointed upon the expiration 
of their three-year terms are J. E. Galvin, E. B. Leigh, David W. 
Pye, W. E. Sharp, S. L. Smith, Jos. B. Terbell and B. L. Win- 
chell. In addition to the president, seven vice-presidents and 
twenty-seven executive members, the association, November 19, 
conferred permanent places in the general executive committee, 
with the title “honorary executive member,” upon two whose 
retirement from the railway supply business had made them 
ineligible—A. H. Mulliken and S. P. Bush. 

Colonel T. A. Hiam, assistant to the president, Canadian 
Nation, spoke on “Canadian National Railway System” at a 
meeting of the Transportation and Customs Bureau of the Van- 
couver Board of Trade November 19. It was reported as the 
largest of the semi-monthly meetings held by the organization 
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this year. John Kerr, captain of the steamer Chief Capila, 
the largest freighter on the Pacific, was a guest of honor, hay 
just returned from China, “where he landed the largest ¢g 
of wheat ever shipped from the Port of Vancouver. ; 
Robert J. McBride, formerly commerce counsel for the 
eral Traffic Service Organization, Chicago, has been appoint 
manager, traffic and purchases, Federal-American Cement 
Company, succeeding Morrill S. Allison. 
George A. Law, director of transportation, Burlington, gj, 
at his home in Aurora, Ill., November 21. He was 57 years g 
and had been connected with the Burlington for 41 years. 
Paul L. Morris has been appointed traveling passengy 
agent, Seaboard Air Line, at Sarasota, Fla., effective December 
R. F. Clark has been appointed assistant general freig, 
agent, Grand Trunk lines in the United States west of ty 
Detroit and St. Clair rivers, with headquarters at Chicago, 
Thomas E. Donlan has been appointed general agent, Main 
Central, at Detroit, Mich., effective December 1. 


WASTE IN DISTRIBUTION 


“American business is enlisted for a war on waste in 4j 
tribution methods which annually cost the American merchay 
and consumer from eight to ten billions of dollars,” said Edvwy 
B. George, director of the marketing service division of t) 
Bureau of Foreign and Domestic Commerce, to the Pittsburg 
Association of Manufacturers’ Representatives in session Nj 
vember 28 at Pittsburgh. Mr. George outlined the activities gf 
the bureau in assisting the business men to eliminate th 
waste. 

“These wastes in our distribution system, which have be 
estimated at from $8,000,000,000 to $10,000,000,000 annually, f 
not alone on the business man. Ultimately each dollar wast@ 
in moving goods from the producer to the man who uses it 
paid by the consumer. It is to abolish these losses that Am@ 
ican business has declared war on inefficiency in distributigj 
In the domestic commerce services of the Bureau of Foreig 
and Domestic Commerce the United States government has ¢ 
tablished a munitions depot which will supply the individy 
business man with ammunition for his particular battle agair 
his own individual waste. 

“This is a war of detail. We cannot attack this huge bu 
of waste as a single entity. It must be met and conquered i 
the problems which confront the individual business man @ 
his day by day merchandising. Each particular problem 
for its own individual solution. It can not be met by ge 
eralities. 

“The merchandising research division and the domest 
regional division in cooperation with the eighteen commodit 
divisions of the bureau have gathered together a vast voluz 
of information as to where, when and how wastes have devé 
oped in American distribution. This information comes fre 
a wide range of sources, governmental and non-government 
It covers a nationwide field, in a wide variety of lines 
activity. 

“Through the marketing service division the governme 
is now undertaking to make this information available to 
individual business man. This division classifies and analy 
the proved results of broad experience and makes available t 
the producer, wholesaler, or retailer the definite, concrete fact 
which applied to his own individual case, will enable him t 
eliminate his own individual waste. It points the way to bett 
merchandising which means cheaper merchandising, whit 
means lower prices and more efficient service to the consumer 


CONDITION OF FREIGHT CARS 


Class I railroads on November 1 had 157,727 freight cat 
in need of repairs or 7.1 per cent of the number on line, accortt 
ing to the car service division of the American Railway Asst 
ciation. This was an increase of 1,600 cars above the number i 
need of repair on October 15, at which time there were 156,12] 
or seven per cent. Freight cars in need of heavy repairs 0 
November 1 totaled 112,633 or 5.1 per cent, an increase of 1,308 
compared with the number on October 15, while freight cars 
in need of light repairs totaled 45,094 or two per cent, an il 
crease of 291 compared with October 15. 


MISSOURI PACIFIC STOCK PLAN 


Changed financial and business conditions have caused the 
Missouri Pacific, in Finance No. 7900, to withdraw its applice 
tion for authority to issue $38,659,900 par value, common stock. 
The plan of the company was to issue that stock in lieu o 
accrued unpaid dividends on its preferred stock. In notifyiné 
the Commission of its desire to withdraw the application the 
Missouri Pacific said that “the changed financial and business 
conditions made it impractical to carry out the matters cor 
tained in the application.” ‘The Commission has, therefore, 
dismissed the application in accordance with the desire of the 
Missouri Pacific. 
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RAILROAD RATE REVISION—PART 2 


(By Richard V. Taylor, former member of the Interstate Commerce 
Commission) 

The favorable comment which has reached me in regard to 
the article under above heading published by the Walk Street 
Journal October 24 seems to justify an addendum. 

The present condition of the income accounts of the car- 
riers and the remedy necessity seems to indicate, are neither 
without precedent. Soon after January 1, 1918, when govern- 
ment control of railroads began, the results of operation demon- 
strated that the charges made for transportation of both pas- 
sengers and property were insufficient to meet the radical ad- 
vance in practically all railroad wages, the increased cost of 
material and supplies, and to provide a fund great enough to 
pay the obligations which the government had assumed with 
respect to their fixed charges and the guarantee of net earnings 
to their owners. Whereupon W. G. McAdoo, Director-General 
of Railroads, May 21, 1918, of course, with the approval of 
President Wilson, issued his General Order No. 28, which de- 
clared that “the public interest requires a general advance in 
all freight rates, passenger fares, and baggage charges on all 
traffic carried by all railroad and steamship lines taken under 
federal control.” 

Although brought about by different causes, the same con- 
dition exists today in the income accounts of the railroads that 
confronted Director-General McAdoo and, in the public interest, 
exactly the same remedy should be applied. Someone may say 
that then the government would have suffered, because of in- 
sufficient revenue of the carriers, and that now only their own- 
ers must feel this loss, but the people of this country are too 
just to approve of the suggestion that such a difference should 
stay the hand of the Commission in applying a remedy. 

If it be true that there can be no relief from the present 
depression in commerce, industry, and agriculture until the 
railroads are restored to a sound basis by increasing their 
charges to a just and reasonable basis, made necessary by the 
hard-road competition on a large part of their traffic and many 
involuntary reductions that have occurred in their tariff of 
charges on traffic well able to pay a just and reasonable rate, 
the public is vitally interested that this be done quickly as a 
matter of policy as well as principle. 

In support of the theory that the plight of the railroads is 
the main, if not the only, cause of the present depression in all 
business, I think it need only be shown that, by the published 
records of the Commission, in July, 1930, there were nearly 
three hundred thousand less employes at work for the railroads 
than in July, 1929, and, at least in the western districts, these 
unemployment figures were materially increased in August, and 
it is certain that the railroads are now employing three hundred 
thousand less persons than a year ago. 

While there are no figures available for the decrease in 
the number of employes in establishments whose main business 
is selling material and supplies used in the operation of the 
railroads, as this cost is greater than that of labor constituting 
something more than fifty per cent of the total expenditures of 
railroads, it may be safely assumed that the number of em- 
ployes thrown out of work as a result of the reduced consump- 
tion of material and supplies is equally as great as the reduction 
in the number of employes in the operation of the carriers. 

With six hundred thousand highly paid persons out of e1n- 
ployment, their income stopped, as a direct result of the rail- 
roads not being permitted to make a just and reasonable charge 
for the service they render, added to those who suffer loss as 
owners of railroad property, the public, in the general result, 
loses dollars where it would only be required to pay dimes to 
remedy the situation. 

An advance in the freight rate of fifty cents a bale on cotton 
and five cents a bushel on wheat, all other commodities rela- 
tively, would bring prosperity to the railroads, and would never 
be felt by the man who eats the bread, or the woman who 
wears the cotton skirt, but both would feel to a material extent, 
either directly or indirectly, the beneficent effects of a return 
of prosperity. On the other hand, the stopping of the income 
of the six hundred thousand persons thrown out of employment 
and of the railroad owners who depend on these investments 
for their livelihood, as a direct consequence of the plight of 
the carriers is far reaching in its effect. Indirectly it starts 
an endless chain. 

“The butcher, the baker, the candlestick maker,’ who are 
affected constitute a vast army, and when you destroy their 
power to buy the products of industry and agriculture, reduced 
values must result and depression becomes universal. Things 
equal to the same things are equal to each other. Under-con- 


sumption and over-production are, in effect, interchangeable 
terms, and a low price of cotton, wheat, copper, or any other 
commodity in common use can be caused by one as easily as the 
other. 
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From these plain facts, can anyone doubt that the rea] Wa 
to destroy the bread lines, reduce unemployment, and resgtq, 
the business of the country to normalcy, is to place the railroai 
of the country on a basis where they can again earn the oy, 
of operation and fair return upon their investment? | 

Because of the change in the conditions of competition, th, 
cannot be done by an unscientific horizontal advance in raty 
like that adopted by Director-General McAdoo; therefore, t, 
suggestion has been made that the President request the (Coy, 
mission to invite the expert traffic officials of the railroads , 
submit new tariffs that will accomplish the desired result, ) 
imposing an increased charge only on items of traffic able , 
bear the additional burden. 

Since the publication of the article to which this is a sy 
plement and after the foregoing,ywas written, the Commigsiq, 
November 13, 1930, invited the executives of ten western ling 
to submit a plan to increase their revenues. This act by th 
Commission seems to have been generally accepted as the rai 
bow in the sky that gives promise that the clouds of depressin 
that have for months hung over all business will soon be ¢ 
sipated. Confidence that all prices are now too low is bein 
restored and, as a result, an advance along the entire li, 
seems to have begun. 


RAILWAY PROBLEMS 


(By Thomas F, Woodlock, former member of the Interstate Commery 
Commission in The Wall Street Journal) 

In all human activities and particularly in all matters ¢/ 
“business” times of stress and difficulty are seasons of oppo 
tunity, and it is largely in such times that lessons are learno/ 
which fructify permanently and handsomely in later and bette 
times. It is in these seasons that the seeds of what we ar 
accustomed to call “progress” are most abundantly sown. Th 
present position of the railroad industry is a case in point. I 
is confronted with many problems of which the most outstané. 
ing and immediate have been described in these columns durin; 
the last few weeks. It would be a great mistake to suppos 
that these problems are not capable of solution, and it would kk 
an equally great mistake to regard them as other than an oppor 
tunity which, rightly grasped, will yield rich harvests later on 

These problems fall in three classes, one external to the 
industry and two internal. The first concerns itself mainly 
with new competition at the hands of new forms of transporte 
tion—waterway, highway and air. The second concerns itself 
with matters which require the cooperation of public regulating 
authority with management. The third includes matters which 
are wholly within control of management. It is the third clas 
of problems which at one and the same time calls for immediate 
attack and offers the most fruitful field of opportunity. And the 
first step in tilage of that field is to bring about a clear realiz- 
tion by railroad managers of the necessity for unity upon the 
really important common interests and the sinking of mino! 
conflicts for the sake of the major good of all. 

Executives of the large railroads have been divided i 
counsel upon many of the most important matters of the law- 
valuation, recapture, Section 15a and so forth. It is not thes 
things which are the most pressing, important as they are. | 
is the disunity which has come about by the intense struggle 
for business which most imperatively calls for remedy. That 
disunity has opened the way for a continuous and destructive 
sapping and mining of the very foundations of the carriers’ bus: 
ness, and has made it extremely difficult for even the regulatin: 
authority to give to the carriers the protection that the la¥ 
requires. The remedy is obvious. Executives in each of tlt 
principal rate-groups and rate sub-groups have merely to regail 
full control of traffic and rate policies which has largely bee! 
allowed to drift into the hands of subordinates and centraliz 
that control in such a way that external forces can no longé! 
pursue with success the plan of “Divide and Conquer” which 
has so long operated and is still operating destructively on rate’ 
What form that centralized control takes is immaterial so lon 
as it is centralized and actually controls, and controls with col 
plete knowledge. 

That is the first step to take. That it can be taken unde! 
the law seems logical. The Transportation Act (Sec. 15a) col 
templates (paragraph 5) “uniform rates upon competitive 
traffic.” How can “uniform rates” be established witholl 
common action? There is such “common action” today by th 
group traffic committees—at least in form—and it is “form 
that is legally important. It is merely a case of shifting contr 
from “traffic committees” to higher and fewer hands. Moreovél, 
no changes can be made in rates without approval of the Inter 
state Commerce Commission. No tariff is effective without ils 
sanction. There is thus no occasion for applying the anti-trus' 
laws. The “public” will still retain full and final control. 

The second step to take is to grapple vigorously the prob 
lem presented by the new competition in transportation and 
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Do you want to earn more money? 


Then study to become a Traffic Counselor and 
qualify yourself to practice before the Bar of the 
Interstate Commerce Commission. 


Men with the necessary legal and technical 
qualifications, properly sponsored, may apply to 
the Commission for admission to the I. C. C. Bar, 
and when accepted are enrolled and admitted to 
practice. There is no difficult state bar examina- 
tion to pass, nor any rigid high school or college 
educational requirements to meet. 


A Profitable Profession 


Cases before the Commission frequently involve 
thousands and sometimes millions of dollars. A man 
qualified with a knowledge of transportation law and 
procedure to handle such cases effectively can com- 
mand a very attractive income. 
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ransportation Law and the I. C. C. Bar 


How to Qualify 


“Federal Regulation of Commerce” (complete in 
40 Volume-Units), in connection with the Institute’s 
optional home-study course, provides the legal train- 
ing that every present or future Traffic Counselor 
needs. Those who complete this Course are awarded 
a degree of Bachelor of Transportation Law (B. 


eje 


Sufficient elementary work is given so that even a 
beginner without previous legal experience can han- 
dle the study. A man with some practical experience 
should be able to cover the field in eighteen months 
of spare-hour study, and then be ready to enter the 
profitable profession of the traffic counselor. 


A Wonderful Investment 


“F, R. C.” is in use in all sections of the country 
today by hundreds of well-known traffic managers, rail- 
road officials and clerks. Some of these subscribers 
have already qualified as members of the I. C. C. Bar; 
others are in training to apply for admission at the 
earliest possible moment.’ 


Look into the money-making op- 
portunities which membership in 
the I. C. C. Bar can bring by writ- 
ing today for free literature descrip- 
tive of “F. R. C.” The fee is modest, 
and can be paid in low monthly 
terms. 


Use the convenient coupon below 
or address a request on your busi- 
ness stationery to the Transporta- 
tion Law Institute (affiliated with 
Blackstone Institute), Dept. T-48 at 
307 North Michigan Avenue, Chi- 
cago, Illinois. 


MAIL THIS NOW 


TRANSPORTATION LAW INSTITUTE 
(Directed by the Staff of Blackstone Institute) 
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Dept. T-48, 307 North Michigan Ave., Chicago, III. | 


Please send me, without cost or obligation, lit- | 
erature descriptive of “F. R. C.,” and your home- 
study ccurse in transportation law and procedure. | 
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particularly with competition on the highway. That has taken 
roughly one-third of the railroad passenger travel of 1920, plus 
all the natural growth that should have accrued since that time 
and has done about the same thing to railroad L. C. L. business. 
So far as passenger travel is concerned the proper policy is 
clear—cheaper and better coach service, and, if that will not 
bring passengers back to the rails, a reduction in coach service. 
So far as L. C. L. freight is concerned, the equally obvious 
policy is establishment by railroad carriers of a pickup and 
delivery service in all large cities. Sooner or later they will 
be driven to it—why wait to be driven? 

A third step is necessary—this time to be taken by owners 
of railroad securities. The invested capital in railroads is in 
round figures some twenty-five billions of dollars. It is the 
largest “industry” in the country. Owners of these securities 
have not yet been as effectively organized for protection of 
their interests as they should be. It is time to perfect such 
organization. Already foundations have been laid and they 
should be built upon. The aim of the organization should be to 
keep itself and its members accurately and thoroughly informed 
of the situation of the railroad industry so that it can make its 
influence felt by the managers whom the security holders em- 
ploy, by the regulating authorities when matters of moment are 
before them for decision and by the Congress when legislation 
is in question. It is not so much that regulating authorities or 
legislators have been blind to or neglectful of the interests of 
owners as it is that owners’ voices have not made themselves 
heard as often and as clearly in the debate as they should have 
done. Everyone else has been highly vocal. 

At the end of April, 1918, when the war-map looked worse 
than at any time, Marshal Foch remarked judicially that he pre- 
ferred his position to that of the enemy, and the result vindicated 
his judgment. There is analogy here in the present state of 
the railroad industry. The position is one where a counter- 
attack upon the right points can be made to produce an equally 
striking result. And it is profoundly in the “public interest’”— 
all the public—that this industry take on a new life. It is not 
a case of benefiting one part of the public at the expense of 
another. It is a case of restoring health to a vital part of the 
country’s anatomy, and thereby improving the health of the 
whole body. 

It is an “emergency” without doubt that confronts carriers 
and their owners, but it is also a great opportunity. 


53 Hours 
67 Hours 


Laredo to Mexico City. . .. 
Eagle Pass to Mexico City .. 
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Docket of the Commission 


NOTE—Items in the Docket marked with an asterisk (*) ar 
having been added since the last issue of The Traffic World 
lations and postponements announced too late to show the char 
this Docket will be noted elsewhere. 


December 1—Washington, D. C.—Examiner Olentine: 
23858—A. P. Silverstein & Son vs. C. & O. Ry. et al. 


December 1—Dallas, Tex.—Examiner Davis: 
Finance No. gy Southern Pacific Co. for authori 
acquire control of St. Louis Southwestern Ry. (further hear 


December 1—Washington, D. C.—Examiner Kephart: 
Finance No. 5934—Excess Income of Etna & Montrose R. R. 


Oecember 1—New Orleans, La.—Examiners Koebel and Taylor: 
13535—Consolidated Southwestern Cases et al. 

Supplemental Fourth Section Order 9500-9600—Rates from, to 
between points in Southwestern territory. (Further hearing , 
question of reasonable all-rail rates for application bet 
Atchison, Leavenworth and Kansas City, Kans., and St. Jp 
and Kansas City, Mo., on one hand, and points in Oklahy 
en Texas and Louisiana west of Mississippi River, on, 

and. 


December 1—San Francisco, Calif.—Examiner Hagerty: 
— —— oat 1)—Andersen, Smith & Hamilton, Inc., vs. C, 
. Ry. et al. 


December 1—Jackson, Miss.—Examiner McChord: 
—. . — Bureau for Planters’ Package Co. vs. ¢ 
-xR Re 3 


December 1—Lincoln, Neb.—Examiner Crowley: 
23812—Lincoln Chamber of Commerce et al. vs. B. & O. R. Rit 
December 1—Boston, Mass.—Examiners Steer and Paulson: 
22824—-State of N. J. vs. N. Y. C. R. R. et al. 
23040—N. J. Traffic Advisory Committee vs. Same. 
23327—City of Boston et al. vs. Same. 
December 1—Washington, D. C.—Examiner Walton: 
21917—Accounting for rebuilding freight cars by the C. & 0, 
(further hearing). 
December 2—Dallas, Tex.—Examiner Hansen: 
1. & S. 3530—Reciprocal switching charges at Houston and San 
tonio, -Tex. 
December 2—New Haven, Conn.—Examiner Rogers: 


22455—In the Matter of Reciprocity in purchasing and routing 
sy — principally to matters involving N. Y. N. H. & 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cu» 
toms agencies at El Paso, Eagle Pass, Laredo and Browns 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


V.H.Moscosso, Com. Agt. 
Room A-?21 
Railway Exchange Bldg. 
St. Louis, Mo. 


A. Horcasitas, Com. Agt. 
414 Whitney Bank Bidg. 
New Orleans, La. 


F. P. De Hoyos, Gen. " 
1515 Penn fa 
New York City 


F. N. Puente, Gen Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


F. C. Lona, Gen. 
Room 1520, F. Alatorre, Com. t. 
Two-O-OneNorthWellsBidg. 815 Pacific Electric Bldg. 
Chicago, Illinois Los Angeles, Calif. 


101 Hours 


El Paso to Mexico City . . . 
69 Hours 


Brownsville to Mexico City . 


NATIONAL RAILWAYS OF MEXICO 
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ae W EATHER has very little to do with the 
. LOUIS — THE ‘ore STATE — MO. arrival and departure of ships at the Port of 
_=s me Norfolk. The climate could hardly be more 
4 mtn Ae ideal. The harbor is ice-free even in the coldest 
months. The temperature is remarkable for its 
Storers, Distributors + freedom from extremes of heat and cold. The 
Forwarders ay a —— a is Bit degrees. 
ah ere are few fogs and no snows of consequence. 

Genes ene 59% of daylight hours are sunny. 


But Climate is only one of the important reasons 


C. & OME hh Ha ay sin jf k H why shipping arrives and leaves Norfolk with 
te _ | een ee clock-like regularity. The Port of Norfolk has 
and San ee: 2 = PY ae Vs been equipped with every modern means for the 


is expedition of traffic. Berthing space is available 
for more than 50 ocean-going craft. There is a 
Vernal col depth of more than 30 feet at all the piers at 
mean low tide for those ships. (The tide range 


*~ ) OXOG, JM @- is only 214 feet). 
Rail Facilities 


Tracks have been laid to shipside at the ter- 
minals. There is track space for more than 
5,000 freight cars. Eight railroads serve the Port 
and are inter-connected by the Norfolk-Ports- 
mouth Belt Line. This means speedy and effi- 
~~ cient interchange of traffic between all roads and 


ade ai § BALTIMORE *«» NORFOLK meee 


1 routing | 
N. H. & 


affords ege,e ‘ 

aaa ee There are ample facilities to handle practically 

es to be FAST DIRECT SERVICE any kind of cargo. There are nearly 10 million 

To square feet of under-cover warehouses. Hamp- 

San Diego, Los Angeles Harbor, ton a" coal piers oa the poche ppg for 

os . speed. ore than 1,500,000 tons of coal are 
tention San Francisco, Oakland, Seendied gor math. 


Seattle and Tacoma The "PN ex gp of its harbor means that the 
Port of Norfolk can never suffer Traffic conges- 
SATLING FROM tion. This plus the climatic and natural advan- 
tages of the Port gives manufacturers, shippers, 
and carriers a traffic gateway at Norfolk that 

cannot be surpassed. 


NORFOLK PORT-TRAFFIC COMMISSION 


Thru bills of lading issued to all other Pacific NORFOLK, VIRGINIA 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and ether infermatien apply te 


ILLIAMS STEAMSHIP CORPORATION 

Bridge Street, New York, Telephones: Whitehall 5853-4 
rereuse. wee a —_— 2 Write for illustrated booklet and further 
Phone; ATLANTIC 1432 Phone; NO! 21265 Ee information on the Port of Norfolk. 
CINCINNATI, OHIO 
Dixie Terminal Bldg. 

Phone; MAIN 1181 
And at eur Branch Offices at perts of eall, etc. 
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There’s 
Gold in the 


Orient for You! 


Everywhere you hear of the Orient’s 
increased buying power. American 
Manufacturers are enjoying busi- 
ness beyond their fondest hopes in 

that market. Ship to the Orient by 
American Mail Line ‘‘President Liners”’ 


sailing every other Saturday from Seattle 
to Yokohama, Kobe, Shanghai, Hong- 


Kong and Manila. Arrivals from the 
Orient every alternate Saturday. 

A fleet of Express ‘‘Cargo Liners’’ further 
augments this service to Oriental Ports 
from Puget Sound. Specify American 
Mail Line. 


T. J. KEHOE, Gen. Eastern Agt.,32 Broadway, New York 


W.G.ROCHE, Inc., Gen. Agt. R.W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 





* * * * 


Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 


New York to VERA CRUZ and TAMPICO 


Through Bills of Lading to all points on the Mexican 
Railway or National Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO 


WARDOLINE 


New York and pene walt S. S. Co. 


Gen. Passenger Dept. 
Foot of Wall Street 
Uptown Ticket Office 

. 545 Fifth Ave. 
New York City 
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December 2—San Francisco, Calif.—Examiner Hagerty: 
23756—Albers Bros. Milling Co. vs. S. P. Co. 
December 2—Washington, D. C.—Examiner Wilbur: 
23811 (and Sub. 1)—S. "A. Ripple & Bros. et al. vs. A. T. & §, 
Ry. et al. 
December 2—Omaha, Neb.—Examiner Crowley: 
——e Furniture & Carpet Co. et al. 
et al. 
December 3—Washington, D. C.—Examiner Boyden 
Finance No. 3799—Excess tnooone of La Salle & Bureau County R, 


——. 3—New Orleans, La.—Commissioner Brainerd and Exam; 







vs. B. & OR 











23400-—Coordination of motor transportation. Phile 
December 3—New Orleans, La.—Examiner McChord: 
1. & S. 3532—Stopping in transit to partly unload rice, in carloag 109-10 


























at points in W. T. L. territory. 

December 3—Cincinnati, O.—Examiner Hpeagine: 
23741—Leland G. Banning vs. B. & O. R. 
23825—Linton Lumber Co. vs. B. & O. * R. 

December 3—Jacksonville, Fla.—Examiner Brennan: 
23502—Columbus Brick & Tile Co. vs. rn Central R. R. et : 

December 3-4—Argument at Washington, 2.2 
19610—Switching rates in Chicago Siitching District (and ca Int 

grouped. therewith). 

December 4—Jacksonville, Fla.—Examiner Brennan: 

Fourth Section Application Nos. 14156 and 14166. 

December :4—Dallas, Tex. ee Hansen: 
22584—Simms Oil Co. vs. C. & EB. I. Ry. et al. 

December 4—Allentown, Pa. Examiner Smith: 
er D. Gomery, trading as Gomery Bros., vs. C. R. R. of N, 


23464National Slate Assn. et al. vs. A. & R. R. R. et al. 


December 4—Washington, D. C.—Examiner Wilbur: 
ar 9" nabentabreee Ohio Lime Manufacturers et al. vs. Pa, R. 


et al. 
19951—Ohio Hydrate & Supply Co. vs. Pa. R. R. et al. 
20234 (and Sub. 1)—Acme Glass Co., Inc., et al. vs. Pa. R. R. et 
20246 (and Sub. 1)—Washington Building Lime Co. vs. Pa. R. 





















PECIALIZ 
y 


ineteenth 


et al. (further hearing solely in respect to rates on fluxing lin 

having no value for chemical or building purposes). EO] 
16170 (and Sub. ‘1)—Eastern Lime Manufacturers Traffic Bure 

et al. vs. & B. B R. R. et al. (as to rates on agricultural a A’ 

fluxing lime having no commercial value for building or chemid TRAD 


purposes). 
December 4—New Orleans, La.—Examiner os 
23602—W. H. Hodges & Co. et al. vs. C. M - Bt. P& PRR 
December 4—Cincinnati, O.—Examiner Fleming Formerly A 
23652—Rathkamp Bros. Co. et al. vs. N. & W. Ry. et al. oads, and 


December 4—St. Joseph, Mo.—Examiner Crowley: 
23680 (and Sub. 1)—Artesian Ice & Cold Storage Co. vs. St. J. & 
H. 
‘ 


nion Trus 
Boston O 







I. Ry. et al. 
December 4—Albany, N. Y.—Examiner Sullivan: 
23650—R. E. Weber vs. B. & A. R. R. eta 
23772—O-Gas-Co Sales Corp. et al. vs. C. R R. of N. J. et al. 


December 5—Argument at Washington, D. C.: 
17936—In re refrigeration charges of fruits, vegetables, berries ay For 
melons from south. Int 
Finance No. 8055—C. & W. C. Ry. Co. control. 
Finance No. 8056—C. & W. C. Ry. Co. bonds. 
1. & S. 3315—Charges for protective services and equipment ( 
connection with No. 17936). 
December 5—Portland, Ore.—Examiner Hagerty: 
23853--Crown Mills vs. S. P. & S. Ry. et al. 


December 5—Amarillo, Tex. owas Hanson 
23631—Hardeman King Co. vs. C. R. I. & G. Ry. et al. 


December 5—Kansas City, Mo. see Crowley: 
23581—Pittsburgh Boiler & _ oogend [ bi a es 
23804—United Brick and Tile Co. M. P. R. R. 


December 5—New Orleans, La. tertantveed en 
23589—American Creosote Works, Inc., vs. La. & Ark. Ry. et al. 
wad furnishing refirigerator cars for shipments of fresh seafoo 
mL. & N. R. R. stations. 
2o5sa United States Fisheries Assn. et al. vs. A. C. L. R. R. et 
December 6—Valdosta, Ga.—Examiner Brennan: 
23795—Tart Cooperage Co. vs. N. & A. R. R. et al. 









ranspor 





DIR 
ON 


HE} 


By — et al. 


Cot and — 


December 6—Ft. Wayne, Ind. —Bzaminer Fleming: to Rat 
1.a&s 3501—Switching charges at Ft. Wayne, Ind. 643" 
23636 “and Sub. 1 and 2)—Perrine Armstrong Co. vs. C. & E. R. 

et a 

December 6—Kansas City, Mo:—Examiner Crowley 

=" _— Sub. 1)—Southwest Rendering Co. ~¢ al. vs. A. V. 1 Rg 
et a 

December 6—Providence, R. eee Sullivan; 

23891—J. D. Crosby Co. vs. Pa. R. R. et al. YOUR 

Deeember 8—New York, N. Y.—Examiner Rogers: 
22455—In the Matter of Reciprocity in purchasing and routing ( in 

be devoted principally to matters involving Erie, L. V., and this 
L. & W. R. B.8). issues 

December 8—Mobile, Ala.—Examiner McChord: 

1. & S. 3518—Phosphate rock and related commodities (coast postag 
traffic) from the Gulf ports to Memphis, Tenn., St. Louis, cation 


and East St. Louis, II. 


December 8—Lubbock, Tex.—Examiner Davis: 
Finance 8448—Application Texas & Pacific Northern Ry. for 
thority to construct certain lines of railroad in west Texas. 
December 8&—New York, N. Y.—Examiner Smith: 
23762. (and Sub. 1)—Mexican Petroleum Corp. vs. A. C. L. RB. We B 





et al. 


December 8—Boston, Mass.—Examiner Sullivan: ame 
23458—Green. Hamilton & Co., Inc., vs. S. A. L. Ry. et al. ln 
23547—Green Hamilton & Co., Inc., vs. A. G. S. R. R. et al. : 

December 8—Kansas City. Mo. —Bxaminer Crowley: 
23696—Larabee Flour Mills Co. vs. C. B. & Q. R. R. et al. 
23838—Sonken-Galamba Corp. vs. A. T. & S. F. Ry. et al. 


December 8—Roswell, N. M.—Examinér Hansen: 

ae one Sub. 1 and 2)—Howard Payne et al vs. A. T. & & 
y 

23675—Charles Donald vs. A. T. & S. F. Ry. et al. 
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Ora a, D. DRISCOLL 
Commerce Counsel 
Cc 
ot tee and Attorney 
Philcade Building, Tulsa, Oklahema 
Oklahoma City Office: 
» in carlog 109-10 Cotten-Grain Exchange Building 
JOS. C. COLQUITT 
| R. R. et ATTORNEY AT LAW 
Freight Classification Matters 
+ (and ca Interstate Commerce and 


Departmental Practice 


10 Eighteenth St. WASHINGTON, D. C. 


nk A. Leffingwell Dick Dixen 


EFFINGWELL & DIXON 


ATTORNEYS AT LAW 
PECIALIZING IN RATE, CLASSIFICATION 
AND VALUATION CASES 


ineteenth Floor, Santa Fe Blidg., Dallas, Texas 


EORGE H. PARKER 
ATTORNEY AT LAW 


TRANSPORTATION eer 
nion Trust Bldg. Washin: D. C. 
Boston Office: Rooms 418-19, — ‘State "Street 

Telephone: Han 
Formerly Assistant to Director } ll of be 
pads, and Comptroller United States R. R. Adm. 


» R. of N, 
1, 
















8s. Pa, R. 
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The Traffic World 


EDWARD A. HAID 


Especial attention to rate and railroad 
matters generally. 
1704-6 Boatmen’s Bank Building 
ST. LOUIS, MO. 


THOMAS M. WOODWARD 
ATTORNEY AT LAW 


Formerly Attorney for the Director General 
of Railroads and Attorney and iner 
for the Interstate Commerce 


Transportation Building WASHINGTON, D. C. 


ERNIE ADAMSON 
140 Nassau Street 
New York City 
Counsel in 
INTERSTATE COMMERCE CASES 








You can reach Traffic World 
readers each week 
an the use of an advertise- 
ment this space at the small 
expense of about one-fortieth of 

a cent per subscriber. 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Especial attention te matters before Inter- 
state Cemmerce and Federal Trade Commis- 
sions, rates, price fixing and_ valuation. 

PRACTICE IN ALL COURTS 


Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. 
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IRECTORY OF ATTORNEYS AT LAW PRACTICING 
FORE THE INTERSTATE COMMERCE COMMISSION 


PAYSOFF TINKOFF 


ATTORNEY AT LAW 
—AND— 
CERTIFIED rose Line (ILL.) 


INTERSTATE COMMERCE CLAIMS 


L TA 
1540 BUILDERS" BUILDING e CHICAGO, ILL. 


HARRY C. BARNES 
ATTORNEY AT LAW 


Specializing in cases bofoge Interstate Com- 
merce Commission and State Commissions 


PRACTICE IN ALL COURTS 
(Member of Supreme Court Bar) 
307 Nerth Michigan Avenue, Chicage, LIllineis 


MANGHUM, MANGHUM & SHANDS 
COMMERCE ATTORNEYS 
Transpertation Building, Washingten, D. C. 
State-Planters Building, Richmond, Va. 


Masen Manghum, formerly with Interstate Cem- 
merce Commission and Virginia Commission. 


H. E. Manghum, formerly Commerce Counsel, 
United States Shipping Board. 


JOHN ANDREW RONAN 
LAWYER AND 
COMMERCE ATTORNEY 


11 South La Salle Street, Chicago, IIl. 
Telephone Randolph 0844 








WARREN H. WAGNER 


ATTORNEY AT LAW 
Investment Building, Washington, D. C. 
Formerly Assistant Chief Examiner 
Interstate Commerce Commission 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 


St. J. & 
HARRY C. AMES 
_— ATTORNEY AT LAW 
Successor to Keene & Ames 
berries ai Formerly Atterney and Examiner 
Interstate Commerce Commission 
ransportation Bldg., Washington, D. C. 
uipment ( 
. et al. 
‘in teat’ HENRY J. SAUNDERS 
R. R. et CONSULTING ENGINEER 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Transportation Spotters 


Cot and Statistical Analyses—Matters Relating | (nterstate Commerce and State Commission 


to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


& E.R. 


LL Vee 





YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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ae Bind The Traffic World 


h Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Service and Quality Werk Guaranteed 
Alse Bind All Kinds ef Publicatiens 


mae LE Book Shop Bindery... 







Pom 


West Erie Street 


E. W. HOLLINGSWORTH 
Commerce Attorney 
1006: Fifth Street, Sacramento, Calif. 


319 Fourteenth Street 369 Pine Street 
Oakland, Calif. San Francisco, Calif 





Ww. N. PENDLETON 


718 Commercial Exohange Bidg., Atlanta, Geergla 
Traffic Manager — Forwarding Agent — Ocean freight broker 
Traffic problems domestic or — relating ” the —_ 
east handled. Export fre’ ocean ra’ 
= axl. = HLF —— a } forwarding ‘arr 
= r and export freight broker in 


oe WE KNOW. THE SOUTHEAST 








158°N. Clark St., 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and ~~ 


G. R.1 Leonard « & Co. 





OMMERCE AND VALUATION EXPERTS AND SPECIALISTS 


T. D. GEOGHEGAN 
COMMERCE SPECIALIST 


Matters Before State and Federal 
Commissions and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D. C. 


JEROME E. LANE 


Engineer-Accountant 
FEDERAL VALUATION OF RAILROADS 
General Offices, . Cc Suburb) 


wt Bx U7 4 
Offiess: Kan oi 
ue Mies. 


oe = and 
alist on "Ra lroad 
agerenelt and Valuations 
Registered Practitioner before Interstate Commerce Commission 


Fleld 


ath in One Book! 


15 E. 26th St., New York 
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Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
zw cwieet POOL CAR DISTRIBUTION 


Grooxs TERMINAL WAREHOUSES 


- CHICAGO, ILL. KANSAS CITY, MO. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


DEPENDABLE EXPRESS SERVICE— 


Sailings from Cincinnati and New Orleans on 
the 4th, 14th and 24th day of each month 


Through routes and joint rates 
Domestic, Export, Import and Pacific Coast Traffic 


Via NEW ORLEANS—Serving New Orleans, Texas and Louisiana Points 
Vie JOPPA—Points on the C. & E. |. and E. J. & E. in the Chicago District 
Via CINCINNATI—AIl connections serving Ohio, Indiana, = ichigan and 
the Western part of West Virginia, Pennsylvania and New York 


We solicit your rate and service inquiries 


MISSISSIPP! VALLEY BARGE LINE COMPANY 


Queen and Crescent Bldg. Neave Bldg. 112 West Adams St. 
New Orleans, La. Cincinnati, O. Chicago, Ill. 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage—Forwarding—Distribution—Cartage 


aor bes leased fer Private Wooo. Office and ad Bevkey 
Desk Space with Desk and ce Service Ren 


ee wba apenas 
suggest that comp) yeur file requesting 
the rates fee car specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates Loans ne- 
gotiated. Office rentals. The Weicker Transfer & 


Bocember. 8—Atlanta, Ga.—Commissioner Brainerd and 4, 


“Coordination of motor transportation. 


December 8—Cleveland, O.—Examiner yooming,; 
23883—As trup Co. et al. vs. B. & O. R. et al. 


December 9—Washington, D. C. 2 es Glover: 
Fourth Section Application Nos. 66, 680 et al. GAsourned he 
Fourth Section Application No. 13439, filed by N. Y. C. & St, La 
(in connection with Fourth Section Application Nos. 66, 689 ¥ 


December 9—Roswell, N. M.—Examiner Hansen: 
23523—Las Vegas Lumber Co. et al. vs. A. T. & S. F. Ry, et 


December 9—New York, N. Y.—Examiner Smith: 
23729—Tennessee Extract Corp. et al. vs. L, & N. R. R. et g) 


December 9—Kansas City, Mo.—Examiner as yf 
23819—Bunker Clancey Mfg. Co. vs. A. T. & S. F. Ry. et aj, 


December 9—Mobile, Ala.—Examiner McChord: 
23688—Economy Oil Co. vs. La. & Ark. Ry. et al. 


December 9—Boston, Mass.—Examiner Sullivan: 
23572—W. W. Benjamin Co. vs. Pa. R. R. et al. 


December 10—Argument at ee, DB, Cs 
Finance No. 6486—Application of P. & W. Vv. Ry. for autho 
soquire control of the Wheeling & Lake Erie Ry. and L, ty 
y. 


December 10—Washington, D. wh aye’ Wilbur: 
23715—Read Phosphate Co. vs. A. T. & S. F. Ry. et al. 


Suseater 10—Kansas City, Mo.—Examiner Crowley 
i. 3528—Grain and grain products from St. Louis, Mo., B 
tre 2 and Thebes, Ill., to southwestern destinations. 


December 10—Washington, D. C.—Examiner Booth: 
Finance No. 4001—Excess Income of Laurinburg & Southern R 


SUMMER EXCURSION FARES 


Announcement is made by individual lines serving 4 
fornia, Nevada, Oregon, Washington and British Columbia { 
low round-trip summer excursion fares will apply, in 1931, 
those states to destinations in the east, including Chicago, 
Louis, Memphis, New Orleans, Montreal, Quebec, Boston, } 
York, Philadelphia, Baltimore and Washington. Tickets will 
on sale May 22 to October 15, inclusive, with return limit 
October 31, and will be good going and returning the s 
route, or going one route and returning another. Liberal s 
over privileges will be granted, according to the announcemg 

The following are examples of the round-trip fares auth 
ized: 


CALIFORNIA TO NORTH PACIFIC C OAsTS ( 


Chicago " ne 

a Louis 

a Sesenaieie 
New Orleans y New. Orleans 
Omaha . Omaha 
Kansas City 


YOU SHOULD HAVE this handy folder of standard traffic 
partment forms on your desk for ready reference. Complete ee 
on hand at all times—bills of lading, loss and damage, overcha 
claims, car records, export declarations. Write today for free cats 
and samples. The Traffic Service Corporation, Merchandise Depa 
ment, 418 South Market Street, Chicago, Ill. 


ity f 
ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 


THE TERMINAL BUILDINGS 
Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets Pittsburgh, Pennsylvanis 


Distributors and Foot 
of General Merchandise 
175,000 Square Feet Floor Space 
~, Southern R. R. Siding 20c Ins. Ratt 
£3 Virginia Bonded Warehouse Con 
1709 East Cary Street 


TRUCKING 


JOS. STOCKTON TRANSFER CO. 


1030 SOUTH CANAL 8ST.—TEL. WABASH 7960 


CHICAGO 





